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lines. A plan had been worked out and was about to be declared 


CHANGES IN RAILROAD OWNERSHIP AND CONTROL. 


The principal changes in railroad ownership or control during 
the year 1907 are listed briefly in another column. The list in- 
cludes purchases of street railways for steam railroad lines and 
the steamship purchases of the year of the New York, New Haven 
& Hartford. The expansion of the New Haven’s influence is, on 
the whole, the year’s most striking development, particularly taken 
in connection with the purchases of the Connecticut Railway & 
Lighting Company and the Rhode Island trolleys, which took place 
late in December, 1906. The final outcome of the Boston & Maine 
purchase is still unsettled, but it is likely that Massachusetts, after 
having safeguarded her interests by certain legislative restrictions, 
will sanction the merger, which is a natural development and in 
the direction of the best tendencies of railroad consolidation. An en- 
tirely unique piece of financing by the New Haven was the in- 
crease and exchange of stock of the Consolidated Railway, which 
controlled most of the New Haven’s electric lines, for stock of the 
New England Navigation Company which owned the Sound steam- 
boat lines. The stock of the Consolidated Railway, tripled so as 
to cover the Navigation securities, was then exchanged share for 
share for stock of the New York, New Haven & Hartford Railroad 
itself, the stock of the Consolidated Railway and of the Naviga- 
tion company remaining in the treasury of the merged company 
as free assets. At the same time a new company, the New Eng- 
land Steamship Company, was organized to operate the Sound lines. 
The purchase by the New Haven of a projected high-speed electric 
road in the suburban territory north of New York and of one of the 
few remaining small independent lines in its territory—the Pough- 
keepsie & Eastern—were further evidences of the unification of the 
system, while the purchases of steamship lines running from its 
territory to Philadelphia, Baltimore, Newport News, Norfolk and 
Savannah marked a new and bold extension of the New Haven’s 
influence. The purchase of the Chicago & Alton by the Toledo, 
St. Louis & Western was another important development of the 
year. The Alton after having been controlled first by the Union 





Pacific and most recently by the Rock Island Company now goes 
to a road smaller and much less important than itself but with 
which it is to work closely in future. 

The acquisition of control of the Mexican Central by the gov- 
ernment of Mexico placed most of the railroad mileage of that 
country in the hands of the Federal authorities and definitely com- 
mitted the government to the policy of consolidation of competing 


effective for the consolidation of the Mexican Central, the National 
of Mexico, the Mexican International and the Interoceanic of 
Mexico in one great holding corporation to be known as the National 
Railways of Mexico, when the financial storm broke and postponed 
its completion. Judging by the announced terms of this plan, the 
new company will have an exceeding amount of water in its stock. 
But apparently consolidation of competing lines and stock watering 
are desirable when they are carried out by a government. The 
Baltimore & Ohio by paying off the bonds of the Chicago Terminal 
Transfer gained a share in the control of this important Chicago 
belt line from which it leases its Chicago freight and passenger 
terminals. It is probable that the Baltimore & Ohio and the Bur- 
lington will control it jointly. Early in January the Northwestern 
Pacific was incorporated to take over various small railroads north 
of San Francisco and east of the Southern Pacific’s San Francisco- 
Portland line, some of which were owned by the Southern Pacific 
and the rest by the Santa Fe. These two groups of these are to 
be connected by a through line and operated by the new company 
which is controlled by the two large railroads jointly. 

Early in the year the Seaboard Air Line bought almost all 
of the stock of the Macon, Dublin & Savannah, by which it gets a 
better line between Atlanta, Ga., and Savannah. A 95-mile line of 
the Santa Fe, which will eventually probably form part of a new 
trans-continental cut-off for both roads, was transferred during the 
year to the Southern Pacific. The Central of Georgia, whose status 
during the last 11 years had never been made quite clear, was soid 
and proved to have been held since 1896 by the reorganization 
committee of the Richmond Terminal Railroad & Warehouse Com- 
pany for the benefit of the Southern Railway. The Burlington, 
which has much mileage in Nebraska, took over a Great Northern 
line in that state, thus placing all the Hill road in Nebraska under 
one management. The lease of the Pere Marquette to the Cincin- 
nati, Hamilton & Dayton was abrogated and the Pere Marquette 
is now in process of reorganization as a solvent independent com- 
pany. The Boston & Maine, the Delaware & Hudson and the New 
York, New Haven & Hartford all extended their ownership of elec- 
tric lines by purchase of small companies. The two Hill trans- 
continentals bought the Astoria & Columbia River which runs west 
along the south bank of the Columbia river below Portland, thus 
preventing it from falling in the hands of the Harriman companies 
and keeping for themselves the rich timber resources of its terri- 
tory. The belt line of the New York Central at Chicago bought 
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the outer mileage of the Chicago Junction Railway, thus strength- 
ening its influence in the Chicago terminal territory. The Maine 
Central, by buying three small railroads in Maine, increased its 
territorial monopoly in that state. Most of the other purchases 
were unimportant, representing the taking over of small branch 
lines by strong companies. 








THE CINCINNATI, HAMILTON & DAYTON AND THE NEW 
“CLOVER LEAF” SYSTEM. 


There have recently been reports that the Cincinnati, Hamilton 
& Dayton, now in a receiver’s hands, will soon become part of the 
new system made up of the Toledo, St. Louis & Western and the 
Chicago & Alton. It is interesting to observe the reasons which 
might bring about such a consolidation and its possible ad- 
vantages. 

The Alton and the Clover Leaf now connect with each other 
only at St. Louis. Not only is this a roundabout route for through 
business between Kansas City and Toledo, for which it is to be 
assumed they expect to compete, and also a route which involves 
the delays due to the frequent congestion of the St. Louis terminals 
and bridges, but for 117 miles westward out of St. Louis the Alton, 
having no line of its own, uses the Buriington tracks. Therefore 
a connection between the Alton and the Clover Leaf north of St. 
Louis is needed. The Cincinnati, Hamilton & Dayton would supply 
this. Its line from Hamilton, Ohio, west to Springfield, Iil., 296 
miles, intersects the Clover Leaf at Metcalfe, I1]., 105 miles east of 
Springfield, which is on the Chicago & Alton’s line to Kansas City 
over its own rails all the way. 

It has been pointed out by the Clover Leaf interests that by 
building a seven-mile connecting line from Panama, III., on the 
Toledo, St. Louis & Western 50 miles northeast of St. Louis, west 
to the eastern end of a Chicago & Alton branch at Litchfield, the 
two roads could easily be connected. Even this route, however, 
would be roundabout for through traffic for it would be necessary 
to haul cars out of their east and west direction south or north 
either between Roodhouse and Carrollton or between Iles, which is 
just south of Springfield, and Carlinville. More than this, these 
southern lines of the Alton are not its most efficient lines, while 
at Springfield is the eastern end of its recently opened air-line 
cut-off from Iles to Murrayville on its Kansas City line. 

The distance between Kansas City and Toledo by the Alton- 
C., H. & D.-Clover Leaf route is 686 miles as against 662 miles by 
the Wabash, 721 miles by the suggested Panama-Litchfield cut-off 
and 734 miles by the Chicago & Alton and the Clover Leaf via St. 
Louis. Over the Burlington and the Lake Shore via Chicago the 
distance between Kansas City and Toledo is 733 miles. 

Between Cincinnati territory and Kansas City the advantage 
in distance is all with the Cincinnati, Hamilton & Dayton-Chicago 
& Alton route. By it the distance from Cincinnati to Kansas City 
is 613 miles, while from Cincinnati to Kansas City over the Big 
Four and the Missouri Pacific is 659 miles, and over the Penn- 
Sylvania Lines and the Missouri Pacific 668 miles. Dayton, Ohio, 
to Kansas City by the Pennsylvania-Missouri Pacific route is 635 
miles; by the Hamilton & Dayton-Alton route 620 miles. Hamilton, 
Ohio, to Kansas City over the Pennsylvania Lines and the Missouri 
Pacific is 634 miles as against 587 miles by the Cincinnati, Hamil- 
ton & Dayton and the Alton. Then, too, the other and longer routes 
are all through St. Louis. They include the transfer between East 
St. Louis and St. Louis and handling by two, three or four different 
carriers. 

The advantages of a combination of the Cincinnati, Hamilton & 
Dayton with the Clover Leaf and the Alton would be, not only the 
Saving in distance, but what is more important to both shippers 
and passengers, through lines under one management. This, par- 
ticularly in freight service, means quicker time and simpler 
methods. In all these ways the Cincinnati, Hamilton & Dayton 
would well round out the through routes of the present Clover Leaf- 
Alton system. 

From the standpoint of the Cincinnati, Hamilton & Dayton such 
an arrangement would be important and valuable. The Hamilton- 
Springfield line does not now amount to much beyond Indianapolis. 
Such a consolidation would greatly increase the importance of all 
of this line and particularly of its now little used western end. 
The lines between Cincinnati and Toledo are and always have been 
profitable because this is a rich manufacturing territory. A through 
traffic alliance with the Alton would not only mean a great increase 
of traffic on the Springfield line from the west to this manu- 
facturing territory, but would result in the routing of much west- 
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bound traffic over this line to Springfield for delivery there to the 
Alton. There would therefore be advantages to both parties if this 
reported consolidation should take place. 

There remain to be considered the owners of the Cincinnati, 
Hamilton & Dayton, J. P. Morgan & Company, who paid a high 
price for a bankrupt road in order to protect the general trunk 
line situation. Is it probable that they would be willing to turn 
over this property to the Clover Leaf-Alton interests? To attempt 
an answer to this question it is necessary to go back several years 
and consider the reasons which brought about the purchase of the 
Cincinnati, Hamilton & Dayton-Pere Marquette aggregation by the 
guardian spirit of the trunk line railroads. To them the bitter pill 
of the “Great Central Route” was that the rich traffic originated 
by the Cincinnati, Hamilton & Dayton in the prosperous manufactur- 
ing regions of western Ohio, which previously had been turned over 
to the various trunk lines at their respective junction points with 
this north and south line to be carried eastward over their tracks 
to tidewater, was instead hauled north to Detroit and there turned 
over to the Pere Marquette to be hauled eastward north of Lake 
Erie to the Buffalo gateway. The same thing was true of traffic 
between western Ohio territory and Chicago. In either case the 
Pere Marquette was a roundabout route for such traffic. As one 
railroad officer expressed it, it was carrying freight “round Robin 
Hood’s barn.” It was primarily to put a stop to this that the “Great 
Central” roads were taken over. 

United with the Toledo, St. Louis & Western and the Chicago 
& Alton, the Cincinnati, Hamilton & Dayton would have, from the 
standpoint of the trunk lines, few of the same possibilities for harm 
that it did when working with the Pere Marquette. Eastbound 
traffic from Ohio points would not be affected in any way whatever 
by such a consolidation. It is this which is most important and 
which in particular made the Cincinnati, Hamilton & Dayton-Pere 
Marquette merger unendurable to the trunk line community of in- 
terest. Furthermore the present arrangements for westbound traffic, 
so far as the Chicago gateway is concerned, would not be dis- 
turbed. It is this gateway in which the trunk lines are directly 
interested. The Chicago-Atlantic seaboard roads would be affected 
only by the loss of traffic which they formerly received at Chicago 
from the Chicago & Alton, but this they are apparently in any case 
to lose as far as Toledo to the Toledo, St. Louis & Western. Thus, 
from a traffic standpoint—and it was the potentialities of the “Great 
Central Route” as a traffic disturber that brought about its purchase 
—there seems to be no reason of moment why the trunk lines should 
object to this sale of the Cincinnati, Hamilton & Dayton. 

A consolidation of the Cincinnati, Hamilton & Dayton with the 
Toledo, St. Louis & Western and the Chicago & Alton would be 
advantageous to all three and would not disturb the existing traffic 
relations in trunk line territory. Accompanied by agreements to 
prevent “Robin Hood’s barn” routings, which do not legitimately 
belong to the proposed combination, such for example as the pos- 
sible one from Dayton, Ohio, south to Hamilton, west through Indian- 
apolis, Ind., to Springfield, Ill., thence north to Chicago over the 
Alton, there seems to be no strong reason why the owners of the 
Cincinnati, Hamilton & Dayton should object to this sale. 

It should be remembered that this is not a prophecy of what 
is to come about but an examination of the facts and possibilities 


of such a merger. 








REVIEW OF 1907 





From the standpoint of a railroad officer, the most valuable 
record of the commercial aspects of a year is that comprised in a 
collection of the annual reports of the railroads themselves and of 
the great industrial corporations, interpreted with understanding. 
The Railroad Gazette has made a continuous effort to present this 
record currently in an intelligent manner, and the illustrated round- 
up of the report reviews in another column will aid in fixing in 
memory the salient points of the year. But the 1907 covered by the 
annual reports begins six months earlier and ends six months 
later than the 1907 of the calendar—a year which is worthy of atten- 
tion in review—because many important things have happened in 
it, and certain long-prominent tendencies have been reversed. 

In less than three months’ elapsed time a severe car shortage 
of some three years’ duration has been turned into a widespread and 
marked surplusage; gross earnings have dipped down at a pro- 
nounced angle from the former curve of increase; expenses, after 
piling along nearly without interruption for a decade, have begun 
to waver, and a hostile and dangerous public sentiment has become 
mild as a dove. In twelve months’ elapsed time it has become vir- 
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tually impossible to raise new railroad capital, whether by issues 
-of bonds, stock or notes; therefore, a slackening of traffic to within 
limits that can be handled by existing facilities has its compensa- 
tions. 

When the winter of 1907 was well under way, last February, 
North Dakota reported such extreme scarcity of fuel, and of fodder as 
well, that at one time the lights were extinguished in more than 100 
villages, and farmers were killing their live stock. The temperature 
was 48 deg. below zero at McHenry, February 5, and the town had 
not seen a freight train since December 18. A 300-mile branch on 
‘the Minneapolis, St. Paul & Sault Ste. Marie was closed for six 
weeks by snow, and all through the northwestern country genuine 
hardship abounded, caused by the shortage in local stocks of food 
and fuel and the inability of the railroads to meet the needs, in the 
face of the most severe winter of a generation and general car short- 
age. When spring came the car shortage became even worse, and the 
‘track shortage, preventing free movement of loaded trains, was equally 
apparent, but financial conditions were such that no comprehensive 
plans for bettering the situation could be put in effect. In view of 
subsequent events, it is very fortunate that this was the case; if the 
‘October panic had followed an abundant money market, so that the 
railroads most hindered and crowded could have done extensive 
financing to meet their needs in the spring of 1907, the long drag 
of recovery would probably be much extended. As it is, the depres- 
sion reveals very little unsoundness throughout the country in the 
way of overproduction, and this is particularly true of the railroads. 

The car shortage occasioned a number of investigations by 
commissions and by individuals, but the only useful work to alleviate 
the situation was done by the car efficiency committee of the Ameri- 
can Railway Association, which published Mr. Hale’s bulletins, show- 
ing graphically where there was inefficiency in shopping cars and 
wasted money in borrowing cars when it would be cheaper to own 
‘them. Through the information thus collected and systematized, the 
committee was also able to help the situation informally with its 
suggestions, and its work has been and promises to be of such im- 
portance that it deserves well a place in the year’s record. 

The characteristic of the year in finance—the change of the 
stock period of 1906 to a note period, because of the demoralization 
of the bond market, and the terrific effect on stock values occasioned 
even by rumor that rights to subscribe to new issues were likely to 
be given—came early. The Erie, in April, had to discount short- 
term notes like commercial paper and pay around 11 per cent. for 
its money; the Deepwater and Tidewater Railways had to pay some 
7 per cent. for a short-time loan which bore H. H. Rogers’ personal 
indorsement. A great many companies needed money urgently in 
larger sums than could be procured from earnings; they had the 
choice of raising it with short-time notes at a fancy rate of interest 
or doing without it, and even this choice was not long open. By 
the summer time it may be said that no money was to be had at any 
price a railroad could pay and preserve its self-respect unless the 
circumstances were most exceptional, for the outburst of notes 
served to depress each other’s values with astonishing rapidity; 
most of the underwritings failed miserably, and a number of promi- 
nent banking houses are still carrying the loads thus assumed rather 
than sell in the present market. 

Concurrent with this extreme difficulty of providing the new 
‘capital so greatly needed to handle enormous traffic, the railroads 
were being made the target of hostile state legislation in a way 
never equaled in this country since the Granger agitation in the 
seventies, and then only felt by a comparatively small group of 
roads, and there was this difference between the 1907 legislation and 
‘the Granger legislation, that in the early seventies the roads de- 
served, if not all, they got, at least a good part of it, They had been 
to all intents and purposes lawless for a long period of years and 
‘took no pains to placate an enraged public sentiment, whereas dur- 
ing the last few years the railroads have had to be almost as much 
interested in public sentiment as in gross earnings, and have made 
extraordinary efforts to have their actions clearly understood, be- 
lieving that if they were so understood they would not be the victims 
‘of unjust legislation. 

Mr. Finley, in decrying the attitude of the people traversed by 
his road in regarding all failures of services as wilful, hit the key- 
note of the discontent. Mr. Hill in showing that facilities were all 


inadequate to the traffic they had to carry, and that there was not 
money enough or labor enough in the country to make conditions 
right all at once, showed clearly where the principal source of difficulty 
lay. Yet the craze for 2-cent passenger fares, which reached fruition 
in Ohio the year before, spread through Arkansas, Georgia, Illinois, 
Indiana, Michigan, Minnesota, Missouri, Nebraska, Oklahoma, Penn- 
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sylvania, Virginia, West Virginia and Wisconsin, while Kansas re- 
quired 500-mile books to be sold at the 2-cent rate. Governor Hughes 
was the only governor in the country who had the courage and the 
honesty to say that he did not propose to sign a 2-cent bill until he 
was convinced that the people who drew up the bill knew what they 
were doing. The other states passed the bills on the Widener formula 
of voting first and discussing afterward. 

Freight rates were reduced by legislation in 11 states during the 
year, and reciprocal demurrage was legislated in 10 states. Hours 
of labor were limited in 12 states, and 11 states established or reno- 
vated their railroad commissions. In the mass of hostile legislation 
which was enacted it is possible by close scrutiny to discern a few 
safety regulations of a wholesome nature and to see where certain 
wrongs have been adjusted or relieved. But the record of the year 
is not creditable to the outworkings of democracy when applied to 
details. At all events, it so fell out that all these legislative 
enactments coincided with a period of maximum expenses—the roads 
found themselves obliged to pay much more than ever before for the 
things they bought (excluding one or two commodities), while at the 
same time they were required to sell their transportation for less, 
the reductions being mainly arbitrary ones. It was pointed out on 
a certain prominent line in the south that the cost of its bridge 
timber had more than doubled in eight years, and that its labor 
cost had increased from an average of $1,622 a mile in 1905 to $2,875 
at the close of 1906. And it was not possible to get anything like 
the normal efficiency out of the labor employed. As one railroad 
president expressed it: “The only way you can maintain discipline 
is by being able to fire a man who does not do his work, and when 
he knows he can go across the street and get another job just as good 
he does not care whether you fire him or not.” Estimates of the 
reduced efficiency varied greatly, but the sum of the matter was that 
the railroads were paying much more than they used to for the 
services of men who did much less than they used to. 

But a considerable part of the legislation affecting earnings 
did not apply to the earnings of the June 30 fiscal year; conse- 
quently, as may be seen from the graphic diagrams on another 
page, the general increases in gross earnings were too great to 
have their benefits entirely obliterated by the high costs and rapidly 
increasing taxes, and a number of roads paid increased dividends. 
The Atchison, having raised its annual rate in 1906 from 4 to 5 
per cent., put it up to 6 per cent. in 1907; the “Delaware & Hudson 
increased from 7 to 9 per cent.; the Vandalia from 4 to 5 per 
cent.; the Burlington from 7 to 8 per cent., and the Kansas City 
Southern put its preferred stock on a 4 per cent. basis. The 
increase of the Pennsylvania from 6 to 7 per cent. became effective 
in November, 1906, and was continued throughout 1907, and the 
New York Central raised its rate from 5 per cent. to 6 per cent. 
and increased simultaneously the dividends of some of its sub- 
sidiary lines. A number of other lines which were well in position 
either to pay dividends or to increase a low existing rate—notably 
the Rock Island—preferred to put their properties in shape for 
more efficient operation out of income, and thus strengthened their 
assets, 

How certain of the dividend increases are going to work out 
in a year of lessened traffic is still problematical, but it may be 
said, in general, that if American roads paid their dividends after 
the British plan of dividing everything above operating cost, allow- 
ing only for strict maintenance, these increases could have been 
made long ago, and they were all based on an abundant safety 
margin, viewed from the standpoint of prosperous times. 

The acute panic conditions beginning in October are a vitally 
important part of the year’s record, but need not be discussed in 
this review, as full comment was made on them in the Railroad 
Gazette last week. The effect of the panic on railroad business in 
1908 is interestingly discussed by 42 railroad officers, whose com- 
ments will be found in another column in this week’s paper. 
Nearly all are agreed that traffic is going to be less, but the apparent 
reduction that can be effected in operating costs, and the greater 
efficiency that can be had when railroad managers really have a 
chance to use their splendid transportation machines scientifically, 
and when employees do what they are told to do—these items have 
also to be considered, though they cannot well be measured. Apart 
from all these things, the panic and the depression may be worth 
what they cost and more, if they change the rule of the demagogue 
and political agitator for that of the legislator who realizes that the 
country cannot be prosperous when its railroads and industrial 
corporations are prohibited from earning a return that will attract 
capital into them. 

We built 5,212 miles of railroad this year, according to a 
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thoroughly careful preliminary estimate; an amount not very far 
from the average yearly addition of the last eight years, and equal 
to an increase of some 2% per cent. in the entire mileage of the 
We also built 284,188 freight cars, 5,457 passenger cars, 
and 7,362 locomotives. The equipment figures include the output 
of Canadian companies, but not that of railroad shops. If the new 
mileage cost an average of $30,000 per mile, it cost $156,360,000. 
The equipment costs can be estimated with greater accuracy, and 
they probably amounted to $476,000,000—three times the cost of the 
mileage—though in justice we should, of course, include 977 miles 
more for Canada, to balance its equipment. We believe, however, 
that the average cost of the Canadian mileage was under $30,000, 
and that the entire equipment built, including the output of rail- 
road shops, did cost something like three times as much as the 
entire mileage did. At all events, there has never before been 
such a golden year for the equipment companies, Full comment 
on the mileage built and on the equipment ordered was made in 
the Railroad Gazette last week. 

To turn from general to specific events of the year, the inaugu- 
ration of electric suburban service on the New York Central, the New 
York, New Haven & Hartford, and the West Jersey & Seashore (1906) 
is worthy of special notice owing to the new conditions presented. 
The enormous immigration has furnished another event of the 
highest importance, and in connection with it should be noted that 
steamers are carrying full steerage loads both ways at the present 
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tion of it as well, through his reductio ad absurdum of the func- 
tions of an anti-corporation official. In national legislation, the 
16-hour law, the reduced telegraphers’ hours, and the extension of 
the principle of employers’ liability, furnishes perhaps the most 
important individual records, although the great Standard Oil Com- 
pany fine (not yet paid) showed what could be done under a statute 
which had never before been construed in so ferocious a manner. 
But there are signs that the amendment of the Sherman Anti-Trust 
law may not be distant, and that certain forms of agreements. 
between rival carriers are likely to be legalized, in place of the 
ridiculous outworkings of our national doctrine of enforced com- 
petition as now construed. Just as the Sherman law has shown 
the lengths to which corporation legislation cannot profitably go, 
in a certain direction, it may well be that the crop of 1907 laws 
will point out some other legislative fallacies so clearly that we 
shall be delivered from them for another generation. 








Review of 1907 Annual Reports. 





The accompanying review is intended to supplement the general 
statement of the characteristics of the year printed in another col- 
umn, and to show by means of graphic diagrams some of the tenden- 
cies which have been particularly noteworthy. 

The diagrams themselves tell the story pretty well. The first 
one, with 1899 as a base, shows the respective percentages of in- 
crease, year by year, of gross earnings, operating expenses and net. 
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Fig. 1—Increases Per Cent. from 1899 Base. 


time, and there is such a demand for accommodations on outbound 
ships that freight has been refused in many cases to make room 
for the steerage passengers. This condition is rather unique and 
not altogether harmful from an economic standpoint. Its direct 
influence on the steamship business tends, of course, to make oper- 
ating profits very great, since steerage traffic is far and away the 
most profitable of all the ocean business at the present day. The 
influx of immigration was very necessary to the extensive construc- 
tion work throughout the country during the last five or six years, 
and now that a very much smaller number of people can find 
employment it is, on the whole, desirable that they should leave 
the country, at least temporarily. 

The new state laws of the year have already been touched on. 
Governor Comer, of Alabama, and his injunction-proof harassments 
that were enjoined before the ink of his signature was cry upon 
them, furnish the comedy of the situation and perhaps the solu- 


Seventeen Roads. 


earnings of 17 railroads.* The roads selected serve quite well as 
examples of the entire railroad business of the country, and the 
aggregate sums from which the curves were constructed are so 
large that the effect of peculiar local conditions is to a great extent 
eliminated. 

It will be seen that from 1899 to 1901 operating expenses in- 
creased slightly faster than gross earnings, but not very much faster. 
Then gross earnings received a great impetus and the expense 
account did not eat up the advantage thus gained until after the 
temporary depression in 1904. In 1905 operating expenses had in- 
creased 69 per cent. above the 1899 base and gross earnings had 
increased only 67 per cent. In 1906 gross earnings again increased 
faster than operating expenses but in 1907 operating expenses show 





*These roads are as follows: Atchison, Topeka & Santa Fe; Baltimore & 
Ohio; Chesapeake & Ohio; Chicago, Burlington & Quincy; Chicago & North- 
Western; Chicago, Milwaukee & St. Paul; Cleveland, Cincinnati, Chicago & 


St. Louis; Erie; Great Northern; Illinois Central; Louisville & Nashville; 
New York, New Haven & Hartford; Norfolk & Western; Northern Pacific ;. 
Philadelphia & Reading; Southern; Wabash. 
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a proportionate increase far greater than that of gross to a total 
of 112 per cent. above 1899, while gross earnings are 104 per cent. 
greater. 

The variation in net earnings has been even more striking. It 
will be seen that there was a great increase in net between 1902 
and 1903, a falling off in net in 1904, a striking gain up to 1906 
and a much smaller gain up to 1907. 


1903 1904 1905. 1906 
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cent. has been in maintenance of equipment, as is naturally the 
case in view of the material increases in the size of equipment 
used. Until last year, the next greatest increase per cent. over the 
1899 base was the cost of maintenance of way and structures, and 
this is also natural because the heavier equipment required a better 
roadbed. But during this past year traffic has been so enormous 
and costs have so constantly increased that in spite of the very 

liberal maintenance expenditures, the cost of 
07 conducting transportation has taken a sud- 
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den bend upward and has gone to second place 
on the diagram. From present indications, all 
three of these curves are likely to bend down- 
ward in the 1908 year, although almost five 
months of this 1908 year passed before traffic 
began suddenly to drop off. Therefore, the 
effect will perhaps not be fully represented 
" in next year’s figures. The significance in the 
> extraordinary rise in the item of conducting 
40% transportation is best understood when it is 
9/32, 201, Ol realized that a large group of roads have been 
spending over $3,000 per locomotive a year on 
maintenance and renewals out of income; 
that several roads have charged an average of 
over $100 per freight car for the same purpose 
and that the expenditure for maintenance of 
way per single-track mile (counting two miles 
of switches and sidings as equal to one mile 
of main line) had been well above $1,200 on 
the Atchison, the Lehigh Valley and a large 
group of other roads, around $1,500 on the 
Southern Pacific and the Norfolk & Western, 
and over $1,000 on the Northern Pacific—to 
mention only a few characteristic instances 
of high maintenance expenditure. 

Fig. 3, which we show this year for the 
first time, presents graphically the tenden- 
cies of one branch of increased expense. 
The comparison of the respective increases 
per cent. of taxes and of net earnings 
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Fig. 2—Increases Per Cent. from 1903 Base. Nineteen Roads. 


Figure 2, the diagram showing the per cent. increases in oper- 
ating costs on the year 1903 as a base, brings out graphically some 
facts which are pretty well known.+ The greatest increase per 





+The roads from which this second chart is made are as follows: Atchi- 
son, Topeka & Santa Fe: Buffalo, Rochester & Pittsburgh; Baltimore & Ohio; 
Chesapeake & Ohio; Chicago & Alton; Chicago & North-Western; Cleveland, 
Cincinnati, Chicago & St. Louis (1906 fiscal year) ; Chicago, Milwaukee & 
St. Paul; Chicago, Burlington & Quincy; Denver & Rio Grande; Great North- 
ern; Illinois Central; Missouri, Kansas & Texas; New York, New Haven & 
Hartford ; New York Central (year ending Dec. 31, 1906) ; Norfolk & Western; 
Chicago, Rock Island & Pacific; Southern Pacific (1906 year) ; Wabash. 


since 1899 shows that between 1899 and 
1905 taxes increased each year at a rate 
never less than 7 per cent., or more 
than 9 per cent. above the base. In 1906, however, the percentage 
figure went up 16 per cent., and in 1907 it went up 28 per cent. 
The diagram shows particularly well how the curve of net earnings 
slacked off this year in its upward movement, while the tax curve 
took an incline by far the sharpest of that for any of the years 
shown. From all present indications, these two curves will inter- 
sect and cross each other in the current fiscal year. The upward 
bend of the tax curve in 1906 and 1907 tells as well as a long 
chapter of discussion how closely legislative attention has been di- 
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Fig. 3—Increases Per Cent. from 1899 Base. Seventeen Roads. 


¥ 


SOS 





6 


rected to the exaction of the greatest possible payments from rail- 
roads in the last two years. Fig. 3 and Fig. 1 are based on the 
same group of roads. 

Figures 4, 5, 6, 7 and 8 represent graphically an exhibit of 
earnings compiled by the Commercial and Financial Chronicle. We 
have shown this exhibit for several years in the same form. The 
period represented in each diagram is the 10 months ended Oct. 
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in 1907 the two are together again at 154 per cent. It will be seen 
from this chart that the rate of increase of ton-miles fluctuates. 
more widely than does that of the passenger-miles. In the excep- 
tionally good years, such as 1903 and 1906, ton-miles show a rate 
of increase about the same as that of the passenger-miles, but in 
the off years like 1904, passenger-miles are much less affected than 
are ton-miles. If we can draw conclusions for the next year from 
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Fig. 4—Increases Per Cent., 10 Months 


Ending Oct. 31. 101 Roads. Ending Oct. 


$1 of the calendar year shown on the 1905 


Fig. 5—Increases Per Cent., 10 Months, 
31. 


Fig. 6—Increases Per Cent., 10 Months, 


95 Roads. Ending Oct. 31. 93 Roads. 
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right-hand wall of the diagram, and the 
increases per cent. are the increases over 
the same 10 months in the calendar year 
shown on the left-hand wall of each dia- 
gram. Thus, in figure 8 it is seen that in 
the 10 months ended Oct. 31, 1907, the 
operating expenses of 88 roads were 17.7 
per cent. higher than the operating ex- 
penses of the same 88 roads were in the 
10 months ended Oct. 31, 1906. The gross 
earnings of this group increased 12.9 per 
cent. in the same period and net earnings 
increased only 2.9 per cent. In only one 
year since 1902, when we began this form 
of record, has the 10 months’ increase in 
gross earnings exceeded the increase in 
_the operating expenses, and that was in Fé 
the banner year 1906, when operating ex- 
penses increased fast enough in all con- 
acience, but were passed by both gross / 
and net. 

The next diagram, Fig. 9, we have 
eompiled this year for the first time. The 
passenger-miles, ton-miles, number of 





10.1% 


12.5% 12.9% 


10.9% 


- 
- 
na 
- 








a 


- 
- 
-- 











freight cars and single-track miles are 
the aggregate showing of the North- 
ern Pacific; Chicago, Burlington & 
Quincy, and Atchison; the ear capacity, 
figure in tons, is that of ae Northern Pacific only, since the 
other two roads do not giwe this figure. The Northern Pacific 
ear capacity serves sufficiently well, however, to illustrate the tend- 
ency. The figure for single-track miles is arrived at by adding all 
the miles of first track, second track, third track and of switches 
and sidings operated, the idea being to show how track facilities 
have increased in proportion to traffic. It will be seen from this 
diagram that since 1899 the smallest proportionate increase has 
been in track capacity; the next smallest increase has been in the 
number of freight cars operated; passenger-miles and ton-miles, 
which, curiously enough, had the same total of increase, come next, 
a long way above the number of freight cars, while car capacity 
shows the highest figure of all and is approximately three times 
what it was eight years ago. 

The curve of passenger-miles and of ton-miles, shown on this 
diagram, is of considerable interest. It will be seen that in the 
1900 year, ton-miles incregses the faster; then passenger-miles 


Ending Oct. 31. 


crossed them and stayed on top uatil June 30; 1903, when the two 
curves met. 
Their percentage of increase was 
ton-miles in 1905 and then the 
ward bend but was, nevertheless, €Mssed by ton-miles in 1906. 


But the increase of passengeér-milJes was the steadier. 
8 points higher than that of the 

ve took a slightly sharper up- 
Now 


Fig. 7—Increases Per Cent., 10 Months, 


Fig. 8—Increases Per Cent., 10 Months, 


90 Roads. Ending Oct. 31. 88 Roads. 


the results of the eight years past, it may be hazarded that pas 
senger-miles will be on top (proportionate rate of increase). 

Two points of interest are shown very graphically on this 
diagram; the conservative increase in single-track miles in pro- 
portion to traffic gains, and the great increase in the average size 
of the car equipment used, as indicated by the wide divergence in 
the curve showing car capacity and actual number of cars in service. 
lt is also noteworthy that the curves of car capacity, of freight 
cars owned and of single-track miles bent upward with much 
greater rapidity in the 1907 year than in any other year on the 
chart. This is one minor point which differentiates 1907 panic con- 
ditions from those of almost all the other panics which we have 
had. Where there has been overproduction, in previous panic times, 
it has occurred in its most flagrant form a year to two years be 
fore the panic. Here we can see from the comparison of traffie 
increase to increase of facilities that there has been no over-pro- 
duction at all, and that the largest gain has occurred in the same 
year in which panic conditions came about, representing rather a 
scramble to catch up with the great ton-mile increase of 1906 than 
a speculative bid for the future. 

Figures 10, 11, 12 and 13 are also introduced for the first time 
this year and are a study of individual roads rather than a com- 
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pilation of general tendencies. Yet the tendencies which they show 
are extremely characteristic. The purpose of these diagrams is to 
show how general tonnage, particularly that made up of manu- 
factures and merchandise, has increased in the last 10 or 12 years 
compared with the tonnage of the commodity which constitutes the 
road’s specialty. Each one of the four roads chosen is a specialty 
road. The Missouri, Kansas & Texas used to depend ‘primarily on 
its lumber and its grain; the Cotton Belt on cotton and lumber; 
the Norfolk & Western on bituminous coal; the Atchison on grain. 
But in the chain of golden years which received a check in 1907, 
190! 1902 1903 1904 


1899 1900 
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the showing as presented. The diagrams show conclusively that the 
roads in question will no longer be affected the way they used to be 
by a failure or a reduction in the output of their commodity, such 
as would be caused by a bad grain or cotton crop. But it is also 
apparently true that a wide and general reduction in the tonnage 
of manufactures and miscellaneous articles will affect these roads 
proportionately more than it would 10 or 15 years ago. For exam- 
ple, the grain roads are going to make a good showing in the cur- 
rent fiscal year, although not quite the highest on record. The inter- 
esting present question is, Will this showing be entirely offset by 

a bad record in manufac- 

tured articles? One thing. 


1897 : : : 
is certain, that in the long 
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run of years there will be 
a good many more bad 
crop years in this country 
than there will be years of 
general commercial de- 
pression, and the com- 
modity diagrams show 
pretty clearly that the ef- 
fect of these bad crop 
years will be greatly miti- 
gated by the preponder- 
ance of general traffic. 
One more general 
tendency should be pre- 
sented, and it can be 
shown rather better by a 
table than by a percentage 
curve—the average reve- 
nue trainload. We have 
for similar years presented 
the composite of 17 roads 
selected as characteristic, 
and it will be seen that the 
average of these roads 
rose 11 tons in the last 
fiscal year, from a total of 
399 to a total of 410. Be- 
tween 1901 and 1902 the 
revenue trainload average 
increased 16 tons; between 
1902 and 1903, 15 tons; in 
1904 it was the same that 
it was in 1903. In 1965 it 
increased 20 tons, and in 
1906, 23 tons. The in- 
crease of 11 tons this year 
is significant for two dia- 
metrically opposite 
reasons: First, because it 
brings the total figure so 
high; second, because the 
increase was not greater. 
The reason that it was not 
greater is because railroad 
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Fig. 9—Increases Per Cent. from 1899 Base. 


the most characteristic thing about all the roads in this country 
has béen the noteworthy increases in general, unclassified business, 
tending to wipe out the importance of their specialties, or at least 
to reduce it materially. 

Note, therefore, that on the Missouri, Kansas & Texas in the 
11 years ending December 30, 1907, the tonnage of manufactures 
and merchandise increased 268 per cent., while the tonnage of 
lumber increased 160 per cent., and the tonnage of grain increased 
only 80 per cent. The road carried some 10,000 more tons of grain 
in 1896 than it did of manufactures and merchandise; it carried 
twice as great a tonnage of manufactures and merchandise in 1907 
as it did of grain—and, of course, it got a much higher propor- 
tionate ton-mile rate for it. 

On the Cotton Belt, the total tonnage of the road increased 107 
per cent. in 11 years, the tonnage of lumber increased 53 per cent., 
and the tonnage of cotton and cotton products, 105 per cent., while 
merchandise and miscellaneous increased 229 per cent. On the Nor- 
folk & Western, in spite of the enormous increases in bituminous 
coal traffic since 1897, manufactures and merchandise went 29 points 
better; on the Atchison, the grain tonnage that used to determine 
the prosperity of the season, increased 13 per cent. between 1898 
and 1907 and was not as high in 1907 as it was in 1903, the great 
crops of 1902 appearing, of course, as the grain tonnage for the 
year ended June 30, 1903. But the tonnage of merchandise, manu- 


factures and miscellaneous articles increased 98 per cent. in the 


vine years. 
There is one curious and rather sinister comment to be madeon 


A. T. & S. F., C. B. & Q., Nor. Pac. 


managers and railroad su- 
perintendents have had so 
great a volume of traffic to move and have been so harassed with 
conditions of car shortage that they have been constrained to get 
their trains out as best they could and have had very little time to 
study out the most efficient loading of their trains, especially when 








this loading would necessitate any delay in train movement. There- 
Revenue Train-Loads; Tons. 

1907. 1906 1905, 1904. 1908. 1902. 1901, 

Atch., Top. & Santa Fe.... 320 307 282 269 279 247 242 
Baltimore & Ohio .......... 433 420 399 401 416 406 381 
Buff., Roch. & Pittsburgh... 542 525 507 439 441 424 406 
Chesapeake & Ohio ........ 596 586 557 508 493 508 511 
Chicago & Alton........... 409 381 347 336 356 316 288 
Chic., Burl. & Quincy....... 389 365 327 278 266 218 201 
Chic., Mil. & St. Paul...... 290 282 265 245 244 254 236 
1 arr ere 472 455 412 400 406 376 375 
Great NOrther ....cccsccee 549 530 523 447 446 417 381 
Tittiofe Central .......0se 364 353 319 278 288 275 235 
po a | ee ee 526 504 501 486 485 467 467 
Minn., St. Paul & S. Ste, M. 334 329 309 301 305 315 314 
Northern Pacific .......... 407 400 367 339 344 346 324 
St. Louis & San Francisco... 224 214 200 198 195 187 200 
St. Louis Southwestern .... 279 280 267 388 384 344 318 
Wit PRGING 26 ks ec cic 475 510 507 451 403 418 365 
WOU e. ob citsa od ree eecde 60 348 293 280 302 285 283 
Average for 17 roads .. 410 399 376 356 356 341 325 





fore, it may be said, generally speaking, that the 11-ton increase in 
trainload this year indicates rather an increased capacity of the 
motive power than general attention to the possibilities of econom- 
ical operation. In a year of reduced traffic we may naturally expect 


‘this average to iricrease materially. 


‘Turning from the general tendencies which have been presented 
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to some of the specific things brought out in the reports of American 
railroads in 1907, some facts and figures can be produced which are 
highly significant of the period. The Atchison, after liberal main- 
tenance in a year of splendid traffic, spent $9,791,226 out of income 
as a special appropriation for betterments. On the other hand, the 
Chicago & North Western, which for the last seven years has aver- 
aged over $4,000,000 a year as its appropriation out of income for bet- 
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Fig. 10—Missouri, Kansas & Texas. 
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to a shareholders’ committee, presumably in fear of the operations 
of the Anti-Trust law or of local hostility. Then the shareholders 
who bought it became involved in difficulties in the trust company 
failures and the property is understood to have passed to Mr. Har- 
riman. 

The Chicago, Milwaukee & St. Paul has apparently spent about 
3214 million dollars on its Pacific coast extension and expects the 
work to be done in 1909. This is substantially all that can be 
learned about this project from the company’s report. 

The Missouri, Kansas & Texas and the Kansas City Southern 
made noteworthy records this year, handling not only the greatest 
business in their history, but a business so much greater than it ever 
was before that fresh attention has been directed to the future traffic 
possibilities of the north and south trunk lines. The Missouri, Kansas 
& Texas surplus in 1907 was nearly four times the surplus in 1906 
and over ten times the surplus in 1905. The Kansas City Southern’s 
gross earnings increased 20 per cent. in the 1907 year; its operating 
expenses decreased 3 per cent., and its net earnings increased 83 per 
cent., furnishing one of the very few instances in the entire country 
where a road was able to substantially increase net and at the same 
time decrease operating expenses last year. Both these roads have 
been rehabilitated, and the part they are to play in the future in the 
railroad strategy of the country is interesting and suggestive. 

In the extreme Northwest an interesting situation was created 
this year by the new competition of the Grand Trunk, the Canadian 
Northern and Hill’s Winnipeg-Vancouver line with the Canadian 
Pacific. The Canadian Pacific retaliated sharply by making traffic 
arrangements with the Harriman interests over the Oregon Railroad 
& Navigation into Portland, Ore., with the result that the great Cana- 
dian company now has a through route from Minneapolis to Port- 
land, running most of the way on Canadian soil. 

The Clover Leaf this year bought the Alton from the Rock 
Island, but the most sensational news and rumor of impending 
change has come from New England, where the New Haven road ac- 
quired a potential control of the Boston & Maine, but aroused such 
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Fig. 11—Cotton Belt. 


terments, and which in 1906 set $6,000,000 aside for this purpose, 
made no appropriation at all in 1907. These facts are both inter- 
esting. The Atchison was greatly desirous of carrying on some very 
important improvement work in the Southwest and, new funds were, 
to all intents and purposes, out of reach. It therefore made a nota- 
ble appropriation which it was very well able to make, thereby 
strengthened its assets against securities already outstanding, in- 
stead of increasing obligations against assets. The Chicago and 
North-Western found itself in a condition of having completed the 
most urgent betterment work which had been on hand; also of 
requiring to create a large depreciation fund in accordance with the 
mew accounting rules of the Interstate Commerce Commission. 

The Buffalo, Rochester & Pittsburgh divested itself of its Roch- 
ester & Pittsburgh Coal & Iron Company holdings during the year by 
incorporating the Mahoning Investment Company in the state of 
Maine and selling to it the Coal & Iron Company’s stock. Buffalo, 
Rochester & Pittsburgh stockholders received all but a small fraction 
of the Mahoning Investment stock, and the railroad profit and loss 
account was thus debited with about $1,000,000 in extra dividends. 
This transaction is interesting because it is the first instance wherea 
railroad with a strong interest in the coal business has gotten rid 
of its coal holdings under the new law. The action of the Baltimore 
& Ohio in regard to the Consolidation Coal Company antedated the 
law. 

The Central of Georgia has been twice sold during the year. 
The Southern Railway interests first of all disposed of the property 


Fig. 12—Norfolk & Western. 


Fig. 13—Atchison, Topeka & Santa Fe. 


local hostility that it did not attempt to use it. The New England 
situation is now much confused, since the New Haven has the 
Boston & Maine to dispose of as a very important balance of power 
and is also in open revolt against the 50-cent per diem rate. 

Space forbids a more extended review of the events of the year. 
The diagrams show the tendencies well; to go beyond these, except 
for the very high places in the curve of events, the reader must 
consult the detailed reviews of reports covering all the principal 
companies. These have been printed in the Railroad Gazette as fast 
as the reports appeared. 








Dividend Changes and New Railroad Capital in 1907. 





The first of the following tables sums up the principal changes 
in the rate of railroad dividends paid during the calendar year 1907 
or declared during the year for payment in 1908. The month 
given opposite each new dividend is usually that in which 
the dividend was announced or declared. The present annual rate 
as shown in the table is based on the latest payment or declaration 
in the calendar year 1907. In some cases the rate was changed by 
a semi-annual: dividend declared early in the year and since main- 
tained. The column showing the former rate shows either the 
amount paid in the calendar year 1906 or the amount paid in the 
previous year in which the last dividend was paid. 

The record .of. dividend changes shows out strikingly the con- 
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trasts of the year 1907. In the early part of the year there were 
dividend increases. After the stock market panic in March a few 
dividends were reduced or paid in some other form than in cash. 
Toward the end of the year there were some decreased payments. 
At the same time there were extra dividends on two of the western 
subsidiaries of the New York Central in order to provide funds for 
payment of the full dividend on stock of the parent company. Of 
the roads which paid their dividends in something else than money, 
the Erie paid in 4 per cent. interest bearing scrip, the Atlantic Coast 
Line in 4 per cent. certificates of indebtedness and the Missouri Pa- 
cific in stock. In this connection the recent action of the Western 
Union in declaring its regular dividend payable in stock may be men- 
tioned. One class of the dividend increases marked the beginning 
of payments by roads on stocks which had never before received 
any return. Such cases were the dividends on the preferred stock 
of the Kansas City Southern and the Toledo, St. Louis & Western 
and the dividend on the second preferred stock of the Colorado & 
Southern. 

The second table includes the more important new authoriza- 
tions, issues, sales or listings of railroad stocks, notes and bonds dur- 
ing the year. An arbitrary minimum of $500,000 has been used in 
making up the list. A similar list published in the Railroad Gazette 
a year ago, with a $1,000,000 minimum, showed a total authorization of 
new securities amounting to about $2,600,000,000. The total this year is 
much smaller; it amounts to only about $1,800,000,000. There have, 
however, been a great number of issues of securities during the year. 
The dates shown in the table are, in the case of bonds or notes, usually 
the day on which they are dated and in the case of other issues, the 
date or monthof issue. New authorizations, no part of which was 
issued, have the date of authorization. The column showing the 
amount of refunding covered is necessarily not exactly accurate, but 
shows in general the proportion of the new authorizations or issues 
which takes the place of securities previously outstanding. Similarly 
the amount issued or sold is not always announced by the companies, 
so that this showing cannot be entirely accurate. This is particularly 
true of security issues of a controlled or leased company held by the 
parent corporation. 

The striking feature of the year’s financing has been the great 
output of short term notes, which amount, including extensions of 
bonds, to over $375,000,000. The expansion of the New York, New 
Haven & Hartford is also clearly reflecfed in the table. The railroad 
financing of the year 1906 was done largely by stocks, the proportion 
of mortgage bonds being very small. The typical development of the 
year 1907 was the fact that neither stock nor bonds could be sold, and 
that the railroads had to turn to note issues to finance their abso- 
lutely necessary requirements, paying for these funds higher rates 
than had obtained for many years. Judging by the precedents of 
the Union Pacific in the case of first mortgage bond issues covering 
two of its new lines under construction, both of which are to be an 
important part of its through line, and of the New Haven in making 
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its recent large convertible debenture issue, well-secured railroad 
bonds bearing 6 per cent. interest will for some time be common. 


Amount Present Amount 
paid in annual Paid or paid in 
Name of Company. 1907. rate. declared. 1906. 
Atlantic Coast Line com.......... 6 Gt Jan. 10, 1908 . 
Atchison, Topeka & Santa Fe com. 6 6 June and Dec. 4}, 
Boston, Revere Beach aR peer 5 6 July 4 
Belt R. R. & Stock Yard of In- ‘ 
CANA POH COMBE. co cc oicse ses ri LP July _ 
Belvidere Delaware stock.......... 10 10 March a) 
Central of Georgia, second preference » 
MMHG c 6g6 cc cagedawecomelaicias 3.729 3.729 August o 
Central of Georgia, third preference 2 
MICO eo roc av ce Senseo eaeea s6 — 4 
Chicago, Burlington & Quincy...... 13% 8 ctober 
Chicane. Great Western debenture. . + ae January, 1908 4 
Chicago Great Western preferred A 2% 5 October - 
Chicago, Rock Island & Pacific Ry... 5%6 7 October © 
Cleveland, Akron & Columbus...... 3% 4 September 3 
Colorado & Southern 2d pref....... 4 4 April and Oct. < 
Cornwall & Lebanon ..........<.. 8 8 Jan. and July i) 
a : 9 9 § Mar., June, 7 
Delaware & HRUGsOR ..... ccccncccsess ¢ ¢ ) Sept. & Nov. § 
Erie 1st and * hee med coh aa 4 - Aue 4 
Grand Trunk third preference...... ; 3 Apr o 
Gidadt> Nocienns «<+ 06 cccc.c + wseee o's 1%% 1% Nov. _ % of 1° 
Great Northern ore certificates.... 1 1 September “3 
Hocking Valley com..... jj  scsecc- sy, 4 July . 
Interborough-Metropolitan pref...... 38% me October «7/2 
Kansas City Southern pref......... 5 4 July and Oct. .: 
Lake Erie & Western pref.......... 3 =" January, 1908 3 
Lake Shore & Michigan Southern... 12 161% Fe orn 1908 : 
Nisiie  COMEEEN 50.666 ce ceccueeenne ss 7 8 ctober 
aiken COMUNE wis cccwdeds cases 6 101% January, 1908 4 
Miledauil PACING «cs ccdcincsceneeces 5 5is January, 1908 5 
Nashville, Chattanooga & St. Louis. 6 6 January > 
New York, Chic. & St. L. 2d pref.... 4 + March ; 2 
Pennsylvania Company ..........-. x | 8 December 6 
SONSENICIIN CHEOE F< 6 5 0.0.0 oc dae weimnneied 4 #38 October oo 
Southern Pacific com.............+- 5415 6 October a2 
St. Joseph, South Bend & Southern.. 2%16 2 October : 2 
Toledo, St. Louis & Western pref... 4 4 April and Oct. ty 
Wabash debenture A.........++--5- 6 6 July ian 
Wabash debenture B.......0ccc0e8. 118 419 January 1908 ee 


1Certificates of indebtedness. 

“Six per cent. regular and 2 per cent. 
and 2 per cent. extra January, 1907; 3 
extra July. 1907. 

®fn October, 
to be continued. 

4Payment postponed. 

5October dividend passed. 

‘January, 1 per cent.; April, 
1% per cent. 

7October semi-annual in scrip. 

®Paid by the Lake Superior Co. 


®°In 1901. P 
Two quarterly payments at 5 per cent. annual rate; company organized 


3 per cent. regular 


xtra in 1906; 
_— and 3 per cent. 


per cent. regular 
2 per cent. quarterly and 6 per cent. extra, the latter not 
October, 


114 per cent.; July, 1 per cent. ; 


in 1906. ; 
1ljJuly, 4 per cent. from earnings of fiscal year ; October, 1 per cent. quar. 
12 January. 1908, 1 per cent. : heretofore, 2 > per cent. in January and 1 

per cent. in July. ae ; i ¥ ; 
dividend is regular semi-annual and 2 per cent. extra. 


13 January, 1908, 
14January, 1908, —_ hey div. in stock. 
April, 1%; ; July, October, 1% 

16Regular semi- ar ‘and Y% of 1 per cent. extra. 
17In 1904; none since. 

19 July, 1907. 


1°Two per cent. semi-annual declared for payment in 1908. 








Amount of 


Amount Amount issued, refunding 
Name of Road. authorized. Kind of security. listed or sold. covered. Date. 
Alabama Great Southern............... $1,750,000 lst mortgage, 20-year, 5 per cent. bonds* $1,750,000 $1,750,000 Jan. 1, 1908 
Atchison, Topeka & Santa Gis cerelo ng. Sears 98,000,000 Common stock ........2e+seeeeeeeees og en oe 98,000,000? Jan. 30 
ee Le Oe RV ea See ee Se 98,000,000 10-year, 5 per cent. convertible bonds. 26,056,000 ww a ee June 1, 1907 
Atlanta, Birmingham & Atlantic ate-akatanch sataeemamans 5 per cent., 30-year, 1st mortgage bonds WAC A || ee June — 
lls: ea had. EEL Set 10,648,600 Additional common and As oman rome caress  - weadean June 5 
- #8 a ee 72 0-year, 5 per nt. equipmen rus 
ies — Aro lle egal Ms es... eee July 1 
“ Mi © wlecrecmee, » veteimatenon Alabama Terminal R. R. Bonds........ PEGS “saeadan ”° dtaeawee: 
© hast eete 4,000,000 Georgia Terminal 20-year, first mortgage : 
5 per cent. bonds............-e00-: 3,000,000 cane eee see eee 
wtlantic Coast Eines oie wend tice wecce 4,500,000 4 per cent. equipment trust notes...... 4,500,000 wee eae March 1 
aS a shai Pern re ree remnres 5,000,000 5 per cent. three-year notes.......... 5,000,000 ws eee March 1 
= = ria Nin \-arcaice aren aloar euasoler dies 1,500,000 40-year, 1st mortgage, 4% per cent. 
bonds of the Washington & Vandemere TOU CCC ert ticicacs Feb. 1 
Bagot: GA RGGetOnlie ss s.:cdisinca sieved. 0 (eee Northern Maine Seaport Railroad first 
mortgage, 5 per cent., 30-year bonds. SHE wees March 
oa ard ornare waren eae 1,000,000 Medford extension first mortgage, 5 per 
cent., SO-year DONGS. «6. .t occ ewes F00C00G@ 8 2 cewevcs March 
¥ im arei ar cial antag Sian stace tarar 900,000 5 per cent., 10-year equipment trust ; 
a. bia waters ave ie arated « r " ay rere lol) | lee April 1 
Ke Se’. Wi Sia eigen Diet sar hiet cvaéela engreiih) oa, aaneemeber are Capital MOGEe J iwedis cas codee ei edcss 792,000 = wa eeeee June 
Birmingham Terminal Company........ 3,000,000 50-year, first mortgage, 4 per cent. bonds 1,500,000 aaweaaa March 1 
Boston & Maine $a) ak or ober acral die go aleve ered end 3,000,000 One-year, 5 per COME, TIGKEG se 26s 6 oe been ZOGCCCCG 8 =. nc kccces January-March 
at So. rar acshal dashes aratahay ovat tiara 2,000,000 4 per cent., 20-year bonds of the Fitch- S 
DOES eco oe cetera wee wane nae se 2,000,000 1,500,000 April 1 
4 Ohm gt het dias alah oiclel aie Reale 2,900,000 Borde. Of: The (PNGUNGIG es cccwcsdecse 8 8 § -Sewcaece 2,000,000 Sept. 25 
ve SE. ”s wvaNakcananale saiaial ose ua eerene 4;000,000 One-year 6 per cent. notes............ 4000000 i cscuecn Oct. 1 
‘ Te Wa etarater aca cle elelevarcr ata: ear atehoeka 6,000,000 Bonds eee kee pares Poh hageee oe ee ‘ 3,700,000 Oct. 6 
BaMalo- & Basduchanee: occ csincceccseice ssancevies First refunding mortgage 4 per cent., 50- 
. year bonds pune v4 A Set eee 2,408,000 Caeduwe March 
ef SS) alererecaeie er hei baeaa 540,000 10-year, 5 per cent. equipment trust 
HOUR -Socecdeducecdenetarseraeeeees SACO ct ewes ‘ April 1 
= es ee ree 1,200,000 10-year, 5 per cent. equipment trust 
lo) errr et. rr cre ree 1,200,000 écwauwe Aug. 1 
Buffalo, Rochester & a pil Re aie eiurere 1,000,000 One-year, 6 per cent. notes........... 1,000,000 Padiaaea March 11 
be ss si wee 3,000,000 20-year, 41%4 per cent. equipment trust 
pr ee ee er ar, 2 ne SlOGOOG. © . cavwces April 1 
* as _ Se at aatat ers 35,000,000 50-year, consolidated mortgage 4% per 
ee ea ee ee 1,000,000 18,145,000 May 1 
Canadian NOLtHnety. oc 6. dsc dete cw sw wes 1,500,000 Imperial Rolling Stock 1st mortgage 
10-year, 4% per cent. bonds........ $HOGO00G0- cencece June 1 
Canadian Northern: Ontatiew. ccc csece. scecvvses 8% ver cent., 30-year debenture stock.. 8,850,000°Ff =. .cccee April 
CURRIN POGEMO oicic.0iss.e ogee Walieetaleg™ aewaweias-s 4 per cent. preference stock.......... 5.000.000  cicwces February 
. Sey aimipichenaletatece sveleece a Seas, “aieacan ea 4 per cent. consolidated debenture stock byt. eae March and August 
- BA. Ainradeheta stan eceP ei eietataiea see ieiar’ 8,000,000 4 per cent. debenture stock............ Seve. erate ateata Oct. 3 
< eer te cick ee err re ast, - cacatemaceres COPIED. GORE <3 coed ec ahcecnwdaace S4,086G 000  —dincccas Dec. 30 





1First mortgage 6 per cent. bonds extended. 
“Issued to retire convertible bonds, 


“Issued in pounds sterling. 





1e) 


Name of Road, 
Central of Georgia 
Central Ontario 


Chattanooga Station -‘Company.......... 
CMOUNDCRES H MORID 6. nik 0s con ca cw as 


_ 


Be ION Gs, So eet ohm Wile 8G. ow ae wee ote 


‘hicago 
Chicago & Kuastern Illinois.............. 


Chicago & North-Western.............. 
Chicago & Western Indiana............. 
Chtekeo ASCERE WestOrn: 2 icsi< osice.cn casas 
Chicago Junction 
Chicago, Lake Shore & LEastern®........ 
Chicago, Kock Island & Pacific Railway 


Chicago Southern (So. Ind.)............ 
Cincinnati, Bluffton & Chicago.......... 
Cincinnati, Hamilton & Dayton.......... 
Cincinnati, New Orleans & Texas Vacitic. 
Cleveland & Pittsburgh (Penn, Co.)...... 
Cleveland, Cincinnati, Chicago & St. Louis 
Nd eee en 
Celerede G& BOUL . 6c ss ccccscw sce 


Colo. So, N. O. & Pac, (St. L. & S. F.).. 
Connecticut Railway & Lighting Co. 
ae. Se 


Connecticut Railway & Lighting Co. (N. 
a bh oe. & HH.) 


PS eee ee. ee ee 


Connecticut 
i 2 a 


DBlnware & Waster .ocicccccns cessive 


CS 0) U6..0.2'0.2 0°96 were @ 


Beinn: Bi TER ios i oc ok 6 dieisseiswie nse 


Interurban (Colo. & So.)...... 
BARD) SUELO 5:45 his roe ark pte 
Cd 


Denver & 
Denver & 
“6s 


Bern ORG AOR 5.5 hoo: si00 wie. 0 2000 ke 
Georgia Coast & Piedmont.............. 


Grand Trunk Pacific 
(creat Nortvern 
Gulf Terminal 

SEROTEC TREN TND | 25.5 lahe he eM ere aoe ated areas HS 
ITocking Valley 
Ilouston Pelt & 
Indiana Ilarbor 


i) 
Beit Ballway........6.6 


Interborough-Metropolitan 


Interborough Rapid Transit............ 
PAMAWOR Te RISCHIGAN ...«.5.0: 0-00 010s + aes 
Kansas City, Mexico & Orient.......... 


Lake Shore & Michigan Southern....... 
Laramie, Ilahn’s Peak & VPacific......... 


Lehigh Valley 


“ 


Louisville & Nashville................- 


McCloud River 
Maine Central 


Michigan Central 


“ 


Midland Valley 
Minneapolis, St. Paul & Sault 


“ oe “ Lhd oe 
Missouri Pacific 


were eee eereserersreseeos 


Mobile & Qhio 
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Amount 
authorized. 


1,200,000 
2'890,000 
*3050,000 
2'350,000 


1,200,000 
10,000,000 


5,000,000 
1,500,000 
6,000,000 


2,000,000 
2,510,000 
6,500,000 


2,500,000 
"1,023,660 
500,000 


1,026,000 
1,600,000 


6,000,000 
3,800,000 
10,000,000 


1,250,000 
1,500,000 


500,000 
580,000 
5,500,000 
3,000,000 


2,000,000 


6.000,000 
580,000 


5,000,000 
3,000,000 


3,500.000 
3,500,000 


700,000 
1,418,000 
5,000,000 

25,000,000 


3.000.0004¢ 
15,000,000 


2,100,000 


10,000,000 
2,500,000 


850,000 


15,000,000 
1,800,000 


21,000,000 
2,343,000 


6,500,000 


1,200,000 
1,500,000 


10,000,000 
3,000,000 


14,000,000 
3,500.000F 


14,000,000 
7,000,000 


3,350,000 
1,291,000 


KXind of security. 
Consolidated mortgage 5 per cent. bonds 
elt CE an eri etre Meee ee 
Common stock 
oU-year, 4 per cent., 1st mortgage bonds 
4 per cent. equipment trust notes...... 


Geueral mortgage 444 per cent., 100-year 
bonds 
Pctts Creek branch 
year, 4 per cent. 
One-year notes 
General equipment and improvement 10- 
year, 5. per cent. bonds.......... 255% 
Three-year collateral trust 6 per cent. 
notes 
Ist mortgage, 30-year, 4 per ceni. bonds 


Moteeeteie toe rea, pate ete 
RNNE aie 3s 4-5 5 os 


of the Kawley & Soutuwesteru...... 
Five-year, 5 per cent. collateral trust 
i. ere ren a ioe ie ey een a ee rae 
General consolidated and first mortgage, 
50-year, 5 per cent. bonds.......... 
General consolidated and first mortgage 
D POL “CHUL. “OBES ers) ocietens 3 es ecw vo 
RSOUMA: BUGGER ow cele oie tes ois oles tenas 
Three-year, 5 per cent. collateral trust 
NRRVEE ai; os ara ois tele we orp) a Bes ba ore a ss 
4 per cent. cumulative debenture siock 


Ist mortgage, 2U-year, 5 per cent, bonds 


Additional capital -BtOCK.< 6.6.05 050008 
4% per cent. equipment trust notes.... 
Ist and refunding mortgage, 30-year, 4 

DEF COUT DORGR «<i .65 wis o's) 5 cialoscee «5m 
Syndicate subscription .............. 
3uU-year, Ist mortgage, 5 per cent. bonds 
Recetver’s COKtINCATCS oo. ccc ce cscs 
Tnree-year 6 per cent. notes.......... 
Special guaranteed betterment stock.... 
kour-year, 5 per cent. notes.......... 
General mortgage 4 per cent. bonds.... 
5 per cent. prererred stock........... 
30-year, 4% per cent. refunding mort- 

RURO MONE: S.5:5 0c oe Salem oe eth ie ents 6 


10-year, 5 per cent. equipment notes.. 
10-year, 5 per cent. equipment notes.... 


Preferred Gi0CK 6.nic So siseccw swiswwins es 
ASSMUMIOR EGE oss) Gah aes ote ae wise 
Ist and refunding mortgage, 4% per 
eent., oU-yeRr WORdE  .... .. 600250 6c< 
Nirat mortgage DOnGS: « 2. 6..0 ss oses.< 
OU TE Sie ere Whee hee oe ee 


15-year, 44% per cent. equipment trust 
notes 
30-year, 6 per cent. bonds............ 
10 per cent, equipment trust notes 
50-year mortgage and collateral 4 per 
cent. bonds of the Rio Grande Western 
6 per cent. six months’ notes......... 
10-year, 44% per cent. equipment notes 
One-year notes, discounted at 7 per cent. 
Irie & Jersey three-year, 6 per ceut. cor- 


O.0 D £16.) © Sie 6 SN OLS 66% © 06-08 6 0) 0 6 48 


lateral t0G8E TOUCB: 6. i 25s ee 65 cee 
Loan secured by 1st mortgage bonds of 
Che “GOMORCR IVE dk ois vce iene 


lst mortgage bonds of the Cenesee River 


10-year, 5 per cent. eguipment trust 
BOGOR ci ccca verse Ue cen eneescerevss 
COME-WEAT NOTEB. 6 oo6.50 45) oiy ws 0ie eos 6:0 9 010 
lst mortgage, 50-year, 4 per cent. bonds 
Of the frie: @ Sersey. onc hc a0ss 
Three-year, 6 per cent. notes .......... 
40-year consolidated mortgage 5 per 
CODG ORES. Sse isis aietscsils sisal ab) sys 


Prior lien 4 per cent. debenture stock.. 
ROI shave ees a yom iomrat a ois ioieieln ie a porm) oo 
50-year, 4 per cent. Ist mortgage bonds 
4 per cent. equipment trust notes...... 
30-year, ist mortgage, 5 per cent. bonds 
ag general mortgage, 5 per cent. 

ig ee Se ee eee ee ee het ye et ee 


Three-year, 5 per cent. collateral trust 
MUON io. 65s: eistack as ale ee erate orate ie ro 
Ixxtension of 70 per cent. of the $3,000,- 
OOO: BiK MORE DOGG 6.06.66 cic ees sss 

Three-year 5 per PENT, -NOLCS «6.6 ees cs 

2d mortgage 5 ver cent. bonds........ 

4 per cent., Ist mortgage, 50-year bonds 

7 per cent. collateral trust notes of the 
Mexico & Orient Townsite Co........ 

Three-year 5 per cent. notes.......... 

25-year, Ist refunding mortgage, 6 per 
Cent, | WONG Sia oes sis Miao ws 

10-year, 4% per cent. equipment trust 
See Ce ee ee ree eae 

Additional capital stock of the L. V. 

R. R. of New York 


30-year, 5 per cent., 1st mortgage bonds 


4-year 5 per cent. notes of the Somer- 


Ot TERIWAY: © 6 0s wo vices e186 di s6eipae 
Three-year 5 per cent. notes.......... 
First mortgage 50-year bonds, Joliet & 


DOUEREPR ATBIBRD 6 68.6 600 86's be eres 
First mortgage, five-year, 6 per 

bonds of the Canada Southern...... 
First mortgage 5 per cent. bonds...... 
Common. stock 
Preferred stock 
4 per cent. consolidated. mortgage: bonds 
10-year. 5 per cent. equipment notes of 

the M. P. Equipment Association.... 
10-vear, 5 ver cent. equipment notes. . 
Seven-year 5 per cent. equipment notes 


eee eee Coremetecesesee 


Amount issued, reiunding 
listed or sold. covered, Date. 
WOOOGOO 8 siaeec’e August 
ciecichemiee segue eiahelers May 18 
ancriceteae . Setereatubiass May 18 
850,000 = === wcecccs Jan. 1 
PAA eT) ne era Jan, 1 
2Z2Z00000 ie wie peo. + 
M000 000 8 viewcses March 
COO000° 8 kwwsnes April 
1,zVUu,vvu"U 1,200,000 June 28 
6,500,000 = = .wevece Aug. 1 
BOOOOWO slew eisee July 1 
aeuican || watsrereseate May 
6,000,000 5,000,000 Jan. 1 
3,085,000 3,085,000 June 
3,206,000 3,206,000 December 
TA:400 Bast 8 wvseceve March 18 
BOOO060 i= .sscses Feb. 1 
SO00 000 —§ saceves March 6 
POO aaraceveres May 
2,510,000 2,510,000 April 
G500000 = veces Feb. 1 
10,000,000 7,500,000 May 
22500000 = sans ses April 15 
SOOMOO scars ecacese February 
1,023,660 1,023,6607 June 24 
BIUNMIG ewes Dec. 2 
Geo lk whose eis October 
SOCC0UG sssvses June 1 
1,079,000 79,000 July 
$8,881,900 6,300,000 October 
10,000,000 8,651,648 Jan. 1 
EOZGO0G = = = 6 eeceens April 1 
UGUGO00 «ss svicees Feb. 1 
BAA IO0 ee ers lave October 
ry (A 6) | cn er October 
1,578,000 16,000 October 
CGOQOR0RB ccecsne June 29 
SS00 000 kee wri June 29 
TO00Gj000 «ska ses July 1 
ER Ee Sete Jan. 2 
1,500,000 j= =—=§ savcceos July 1 
SSSONO 8 a naivenele October 
S0UM00 seesaes Sept. 1 
DO0;000 csowece Feb. 2 
5,500,000 5,000,000 April 8 
Si000;000 cassie ; June 
ZOOC 000 =~ = wecceccs June 
Spa chennai arevaleaieie June 
SBQj000 8g sacis July 1 
aiageiem: 9 | maikeistabeters May 
SOO0O;000 ss vawsnes June 
0) OU | nn re Aug. 1 
2,570, U0 640,000 October 
AS500008T icccccs February 
60,000,000®  ....... April 2 
GOOCC8 ik ce aceen Jan. 1 
L4At8000  =§ isscces Feb. 1 and Feb. 15 
Geese ° Weeschuiccetste July 1 
esuiabian sp eteieiaserete November 
3,0U00,000F eee ee May 
aes reas "3,000,000 June 
2,100,000 2,100,000 November 
LO00G;000 — hie-eie 00:8 March 1 
2,078,000 1,095,000 November 
Leu0000 —“acwcecse February 
SSO000 = vcwiswere August 
15,000,000 Reo orer Jan. 25 
1,560,000 240,000 Oct. 1, offered Dee. 
2,000,000 nia eietaans Sept. 1 
343,000 Sereeiertte Authorized June 
6,500,000 Be ee March 1 
scolareisceuava N pataiee dalatecesaiere October 
Ps 
PSUS (|| aii June 1 
LO00G000 kk estaas Jan. 25. 
1,500,000 800,000 July 10 
14,000,000 14,000,00011 November 
3,500,000F 5,000,000! Dec. 1 
yt) (| a Sept. 17 
EAOUOG0 = =k wi wete es Sept. 17 
SO ie eises) = ow wereie 
GOGO OP seweeanels Aoril 
3.350,000 ANCE May 
E2O8000/ © kee deeis April 





VoL. XLIV., No. 1. 


Amount of 





‘Extension of old notes. 
5Deposited as security for $5,000,000 notes dated July 1. 
‘Owned by United States Steel Corporation. 
*HExtended for one year from July 1, 1907. 
sUnder subscription ; $34,616,212 paid up on June 30, 1907. 
ut. 


Extension of first mort 
12Notes of the Cherokee ec 


0 


age 5 per cent. bonds due January 1, 1908. 


13Extension of notes due October 1, 1907 


4¢Guaranteed by the Southern and the St. Louis & San Francisco. 





nstruction Company ; new notes of the construc- 
tion company also given in exchange to the extent of 30 per cent. old notes. 





JANUARY 3, 1908. 
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Amount of 


Amount issued, retunding 


Amount 
Name of Road. authorized. 
National Railroad of Mexico............ 10,000,000 
New Orleans, Mobile & Chicagoj7........ 30,000,000 
* os ng PTS ocean ee tatat 5,000,000 
as ae SD” arena ala 25,000,000 
New Orleans. Terminal «oi. ccc cccccens 2,500,000 
New York, New Haven & Hartford....... 13,900,000 
bs = te oereee 27,985,000 
' ce  - (<"8F _ prgietetete 1,000,000 
"s as eS (Lv otmnmeee 19,911,000 
a ve f 86 a ails 30,000,000 
i “ a A rh 5” 30,000,000 
i = ~ Sl ‘“ealpnaeee 39,029,600 
a a : gr See 39,029,600 
New York, Ontario & Western. ........  . wee eeeee 
IWORTOIE & BOUIRGPHE9 oo kc ces ee wads Kec 25,000,000 
~ Seo chor aa: ahaa eter ci Ad atoeere @ 2,750,000 
INORTOIW (Ge WORLGUINS 6 6s ede cwdwraswieinde, © Keteceinere 
PRORCNOUN (PRONE cclalnciscc.navansceweien a eoeanees 
WOFCDWEStern Facine .icos.6csicvercenss 35,000,000 
Penneyivania Company <..i6c cc cide caciese 50,000,000 
Pennsylvania Hauroad 08 cet ceesscicie- sieceuces 
“ “ “ ce oetamciitaee ee 
= ig COT PRC Terre re 40,000,000 
: a Sy © mate arse kee ermes 60,000,000 
“ “ “ Signsennancise. 7 ee 
“ be ST) §6—ehewe ene wan eee 5,000,000 
Peoria. Railway Terminal. «.o0:<6 <6 sess 1,500,000 
ONG MEMMIIOUNG 98 ogo cia iece ead ee ae tere 5,000,000 
si Fit, al sg one stan dite ex era @ ax sha Hen er whakerta 13,800,000 
Phtladelpitia & Heading. ..<.:..¢ ccc senses 1,500,000 
PRilInpine: Ranway occ 5 os ciicesiowcsnsc% 15,000,000 
Pittepureh & Lake Eric. ........ccececces 20,000,000 
Pittsburgh, Cincinnati, Chic, & St. Louis. ......... 
Pittsburgh, Fort Wayne © Chicago...... .sccccese 
POM ENE COMMIENE ode cnc ves oceaece rene acess 
ais Bee ae Be Halgrg dar araral ata avelek arava ove 5,000,000 
Richmond-Washington Company.........  ..eeeeeee 
Rock Island-Frisco Terminal............ 5,000,000 
St. Loute @© San Prancisce... 66s eceses 3,300,000 
ze hag Sy (ia. ena aval Gite a arah arate 5,074,000 
si bas as erwse¥aleiecemss avere 115,000,000 
ne “ eS ee ee ee re 100,000,000 
St. Louis, Brownsville & Mexico......... 3,000,000 
St. Louis, Iron Mountain & Southern..... 3,660,000 
BE. Betis: SAntnwesieen ic itewedhevece> dewweleses 
PIOUUOO TEE AVE. EMO sooo: o oe) 6a sab te eo esas 18,000,000 
" TP ahs gil enact oe eae 4,655,000 
nC ee ee ee ee ee 1,300,000 
=" #8 Cee adie casaacdeke nee ae 1,840,000 
Southern PRC OTL Cr ere re 15,000,000 
oN ghee ehiahas aa inlet aera el tueseh atae aerate 2,500,000 
ae, <wseheiten sie. e-auasai hace tax hereleiaerdtalale ome atte 2,000,000 
TRCN ND. so. ai oc Sielaraic we ware eedee » a meetnmbers 
Tampa. & TACKSORVUE. 6 i6dcccadscesiee 5,000,000 
Terminal Railroad Association of St. Louis ......... 
ORAS Oe NO CING os ciel nera etree sisi'ee caw'eee 3,100,000 
Toledo, St. Louis & Western............ 12,000,000 
Tonopah & Goldfield (Bullfrog Goldfield) 1,250,000 
Trinity & Brazos Valley. 2.6.0 ccc ceccwces 500,000 
WO PRI oo oi hc weecisinanece eae 6,000,000 
me SS Cee ee Cr re ee 100,000,000 
nD WD eugielscarera chee ap at oray eamer oon’ 75,000,000 
a Mtl. Na esata eiangiane sharane america take 3,000,000 
Wirwinian Halway .ccsiscc cece casas. 10,000,000 
" ae Rig ahardiatien ee oa avaney ware Sheva’ 33,500,000 
% ME  . Lengeraial as kale eral a ota a eaecsear a 10,000,000 
WHR eos iare aaicisicwie wen rma ad eased 6,160,000 
Mr tre TCO te een Tie Cre ee 931,000 
WASHINGION: TOPMMIORD 6 cccvccccesesen neces | Seseucens 
< Oy cgipglersia Tae aCead wines 1,575,000 
WORE. VGNOR 5662s cs nonce deemov one” -eegnsnass 


Kind of security. listed or sold. covered. Date. 
Two-year 5 per cent. notes.......... 10,000,000 10,000,0007% Oct. 1 
lst mortgage, 50-year, 5 per cent..... 12,09U, v0 8,061,400 Dec. 30 
6 per cent. preferred stock........... 2,013,000 sa wae eee Dec. 30 
CORMIGM MGC is 6c oa debs caocca nec ane 10,075,000 8,073,800 Dec. 30 
Two-year 6 per cent. collateral trust ; 

HGNGMIR, Hoos ceca raeca tar Cokes 2500000 = = crecetee April 10 
Two to five-year 5 per cent. notes.... 13,900,000 sw eee eee January 
4 per cent., 15-year debentures French 

CONIONEE SS } hi us Hawes o ae a dwsaeees 27,985,000 weeewas April 1 
Debenture bonds of the Worcester Con- 

suildated Street RGUwWSy ....5-.+.. 6s seesecse 8 8 * tom eee Oct. 9 
50-year 4 per cent. debentures of the 

lVrovidence Securities Co........... DO 0) | re May 1 
Cannel GUO << <Gaed isc tensndcnes 30,000,00025 = ....... May 31 
Capnal MIG 6 dsce cana cecers cedeest pa Ae ec cr June 
Capital GhOEK 62 ccs cicccse ctedeaees 39,029,600 39,029,600 * * December 
6 per cent. convertible debentures..... ws secre e te eee Jan. 15, 1908 
4 per cent. bonds of 1955, of Boston & 

New Mork Air. Laie a 66 be 6 cbcesence 1,000,000 —=—§ aeecece August 
4 per cent. general mortgage bonds.... Eaee0ee 8 ‘sesleees June 
Kirst and refunding mortgage 5 per 
Three-year 6 per cent. collateral notes. . 2,750,000 = —=§ <cascce Oct. 1 

COME. TOME (CC rddecweesetuccuececes cntedeGas”  <ececar Oct. 23 
10-25-year convertible 4 per cent. bonds 14,576,000 = == sccccce June 1 
Prior lien 4 per cent. 100-year bonds. . 1,023,000 j=—=—§ wccccce April 
First and refunding mortgage, 50-year, ” 

44 per cents DOMES: « ...:6 60sec eee 10,000,000 6,676,000 March 1 
Three-year 5 per cent. collateral improve- ¥ 

HiSnt: NOON ooo cceesesianecnrceeess 50,000,000 50,000,00017 Mareh 15 
BEE ccc eecaceeeesareaderduavioae« 1,694,400 564,800'!8 January 
INOUE 6 vice CHa kU Sa Oe OMe wale Gat oles 4,485,200 4,485,20019 ment gS 
BUGGM codccaldccigecrerecaeeacheneane  Séasecaae> \ Comeau Mare 2 
ME CO SINOE sccccccécewwocweceses  -leeelewacs ee eme March 12 
Three-year 5 per cent. notes.......... 60,000,000 50,000,00029 March 15 
WING bac coae uae ewsvae Mawes se ewe 2,295,600 765,20074 August 
Steek of the Pennsylvania Tunnel & 

Beeminah COs coc nt wtcitacwcsccesss 25,000,00022 25,000,000 June 
Bouus or otherwise of the Philadelphia, ; 

Baltimore & Washington............ SGGGG08 cs eweae July 31 
30-year, Ist mortgage, 4 per cent. bonds 697,000 697,000 Jan. 1 
Five-year 6 per cent, notes............ 5,000,000 2,038,260 Dec. 9 
4 per cent. preferred stock............ 13,800,000 12,000,000 Dec. 9 
Ist mortgage 4 per cent. bonds of the 

New York Shovt Lite. ....6cccccces E5CCG0G- 8 sseeqes Feb. 1 
Ist mortgage, 30-year, 4 per cent. bonds pT | July 
SOO i iccce eae cht eeeseaaintetae eeneetae) . adedas Feb. 28 
Coming GIGG 6 eocc se ctetccecs wenden 3,868,800 644,800 December 
Additional guaranteed special stock.... LASESOGO 8 =«—s_— scevcccs June 
General mortgage, 100-year, 4 per cent. 

TMG bb aera a dea ee @ ere aia cee uae were TEGCCGG. i ke esees January 
4% per cent. equipment trust notes.... = ......+. ‘seevecee May 
Collateral trust 40-year 4 per cent. bonds 1,000,000 antes April 
20-year, Ist mortgage, 5 per cent. bonds?2¢ 3,000,000 Se Jan. 1 
10-year 5 per cent. car notes......... PET err Jan. 1 
10-year 5 per cent. equipment notes.... pre A) | er cre Aug. 1 
15-20-year general lien bonds..........  seeceecs 2,816,000 Aug. 27 
COMM RIGCRT Pc caesedieesceeeness “aadewesce jo “asdeaewes Aug. 27 
Three-year 5 per cent. notes.......... if.) | Sere Nov. 1 
10-year 5 per cent. equipment trust notes SGGGG00 «sc cccvce June 1 
River and Gulf division, 1st mortgage, 

30-year, 4 per cent. bonds.......... SSuOOR sc eccewe March, July and Aug. 
30-year consolidated mortgage bonds.. 13826,uv0 = ..cccoee May 
Collateral trust and general mortgage, 5 

per cent., 30-year bonds........26-. Tau «<eeecs Feb. 1 
Collateral trust and general lien faur- 

year S per ceMt. UONGE. «6. ccc ccc ces 4,665,000 4,665,0002 March 1 
10-year 5 per cent. equipment trust notes BECO 8 ete teee May 1 
40-year, Ist mortgage, 5 ner cent. bonds 

of the Macon, Dublin & Savannah.... 1,240,000 1,880,000 Jan. 3 
Three-year 5 per cent. debenture notes pi 0) 1 0 | rarer Feb. 1 
First consolidated mortgage, 100-year, 5 

Per cnt. Onde sclcasccsas nue vet 3,315,000 637,000 February and Nov. 
1st mortgage, 50-year, 4 per cent. bonds 

of the Carolina & Tennessee Southern 402.000 aw edi - May 
7 per cent. preferred stock............ 35,612,800, «ccoves June 15 
50-year 4 per cent. bonds of the Tennes- 

see & Carolina Southern ............ GSIS00@ nt tins May 10 
First consolidated mortgage, 30-year, 5 

DOE COME, WOHGMN c= 6.5 ao canoscceese< 485,000 150,000 April 
General mortgage refunding 4 per cent. 

WOM ccccceccesageaa dv cae se awacie 1,000,000 745,000 December 
10-year 5 per cent. equipment trust notes | | ee June 1 
10-year bonds, series “A” 4 per cent., 

and series “B” 2 per cent. and 4 per 

COMES” acadicceeees aceite. Series ‘‘A’”’ 6.380,000 

Snes NN ce cits may awte on tace eas DO4T CCC 8 8 swceces Aug. 1 
1st mortgage, 15-year, 6 per cent. bonds 

of the Bullfrog-Goldfield ............ COO kgicwuae  § (eedenauieeasacace 
10-year 5 per cent. equinment notes®°, . SOGGG0 - 3 .nsanmc April 1 
50-year 6 per cent. bonds of the Topeka 

& NGOStHWOMGEN. Socks ccs waccees GOOCCGG sn eseeee June 1 
Additional common ofock ....ccccccecs cacccece 42,857,14331 June 15 
20-year 4 per cent. convertible bonds. . GS462Z00R le vcwces July 1 
50-year 6 ner cent. bonds of the South 

Omaha ic i eee 3,000,000 hacen June 
Two-year 6 per cent. participation cer- 

CUTCRIOMEY  Secde cars Prete awed wc ees « pA | 0 |) Feb. 15 
50-year, Ist mortgage, 5 per cent. bonds  —........ ke ees May 1 
50-year 5 per cent. bonds of the Vir- 

ginia Terminal Railway ............ SUC000 ke wsces May 
Two-year 5 ver cent. collateral notes... 6,160,000 6,160,000 May 10 
Seven-year 5 per cent. equipment notes. . i” ie September 
40-year, 3% per cent., lst mortgage 

bonds ....--s eserves Oat etal a meee oh 10,000,000% ......- June 
40-year, 31% per cent., 1st mortgage 

WOON éxs wicatuacaeeadnan tas Seat. 2,000,00085 ama Aug. 1 
Two-year 5 ver cent. notes........... 1.575.000 Bhakti) Aug. 1 
1st mortgage, 30-year, 5 per cent. bonds 3,000,000 sg. ee ees June 





15E}xchanged for Consolidated Railway stock. 


*Excharged for Boston & Maine stock. 
**Held to be exchanged for 6 per cent. convertible bonds. 
++Suecessor of the Mobile. Jackson & Kansas City and the Gulf & Chicago. 


24Reorganized company. 
25Receivers’ certificates, 


?¢Guaranteed by C.. R. I. & P. and the St. L. & S. F. 
27To comply with Missouri law governing relative proportion of author- 





16Stockholders also voted to issue common and preferred stock and an 


equipment trust. 
17Refunded 414 per cent. notes due November 1. 


18In exchange for Cumberland Valley common, first and second preferred, 


at rate of 3 to 1. f 
19In exchange for Philadelphia & Erie stock. 


29Notes maturing November 1. 
21In exchange for Bald Eagle Valley stock. 
22Successor of the P., N. J. & 


23Q0wned by the Pennsylvania Company. 


N. ¥. and thé P., N, ¥. & I, I. 


ized bonds and stock. 
*8EXxtension of similar bonds due March 1, 1907. 
29Paid for Chicago & Alton stock. 
ii "Guaranteed by the Colorado & Southern and the Chicago, Rock Island 
acific. 
31For exchange for new convertible bonds, 
3*Issued by the Tidewater Construction Company, secured on $20,000,000 
Tidewater Railway bonds and $10,000.000 stock exchange collateral. 
®4Sold in 1905 to a syndicate. Listed June, 1907. 
35Collateral for notes. 





Union Pacific. 





As usual, the Union Pacific report is one of the most striking 
and important of the railroad statements of the year. This is 
especially so this year because President Harriman describes at 
length the financial operations of the company, particularly the 
investment operations of the past year. The part of the report 
signed by him covers 20 pages as against 13 pages a year ago. The 
whole is a story of growth, progress and wealth so remarkable that 
it cannot be easily understood or realized. 

The year ended June 30, 1907, was the tenth since the reorgani- 
zation of the company. The changes which have come about in 
the ten years are little short of marvelous. With only about 300 
miles more operated than in 1898, gross receipts from all sources 
have increased from $33,000,000 to $87,000,000, or nearly 164 per 
cent. Surplus after fixed charges has increased from $9,000,000 
to $36,000,000, a gain of 300 per cent. Dividend payments have 
risen from $1,800,000 to $23,500,000, an increase of 1,205 per cent., 
while the surplus after dividends is nearly double. One of the 
most striking features in the development is the decrease in fixed 
charges. During each of the last three years, which have been 
the three years of the most remarkable gains in traffic during the 
decade, the fixed charges decreased, so that instead of being 
$12,400,000 as in 1904, they amounted to only $8,700,000 last year. 
Compared with 1898, fixed charges have not quite doubled. 

It is no secret how these remarkable results were accomplished. 
The present management has always devoted great energy to the 
improvement of the property. If little new mileage has been added, 
the efficiency of the old lines has been so increased that the result 
in capacity for handling traffic amounts to the creation of about 
7,500 new miles of railroad. The expenditures for changes in line, 
for grade reductions, for second track, for larger and better shops, 
terminals, etc., for new lines, and for other betterments and addi- 
tions have amounted to over $130,000,000, of which $33,500,000 were 
for grade reductions, second tracks, shops, terminals, etc.; $32,- 
700,000 for new lines, including ownership in the San Pedro, 
Los Angeles & Salt Lake; $26,400,000 for new equipment; $11,800,000 
for changes in line, and $26,200,000 for new lines in course of 
construction and terminal properties. All of these expenditures 
(except possibly part of the last item) were made previously to 
July 1, 1907. 

The past year’s record has been a very satisfactory one. Gross 
railroad earnings rose from $66,879,142 in 1906 to $75,651,105 in 
1907, an increase of $8,771,963, or 13 per cent. The 1906 earnings 
were $8,122,246 larger than in 1905, so that the large increase of 
that year was continued at the same rate in 1907. More satisfac- 
tory still, in a year when operating expenses were greatly on the 
increase, net earnings rose just as fast as in the year 1906. The 
1907 net earnings were $35,465,837, or 103, per cent. larger than 
in the year before, while in 1906 net earnings were $32,020,372, 
or 101% per cent. larger than in 1905. This was accomplished, to 
be sure, by a reduction of the proportion of operating expenses 
which were for maintenance, compared with the part used in opera- 
tion, the latter heading including both conducting transportation 
and general expenses, but, as examination of the unit maintenance 
charges later will show, the Union Pacific’s expenditures for keep- 
ing up its property are still exceedingly liberal. The decrease of 
$77,000 in fixed charges was canceled by an increase of nearly 
$300,000 in tax payments, so that net income from transportation 
operations was $3,155,000 larger than in the previous year. From 
this net income from transportation operations, amounting to 
$24,600,000, $15,700,000 was paid out in dividends, or 4 per cent. 
on the preferred stock and 6 per cent. on the common stock of the 
Union Pacific, as well as 4 per cent. on the trifling amount of 
preferred stock of the Oregon Railroad & Navigation Company still 
remaining in the hands of the public. The surplus from trans- 
portation operations after payment of the dividends which are 
charged to the railroad, as distinguished from the banking side of 
the Union Pacific, was $8,900,000, an increase of $3,100,000 over 1906. 

The remaining 4 per cent, of the 10 per cent. paid on Union 
Pacific common stock is charged against income other than from 
transportation operations. The most important source is invest- 
ments, from which the Union Pacific received $11,563,105 last year. 
The Southern Pacific contributed $5,985,000, or nearly half of this 
large total, and the properties listed below contributed the fol- 
lowing amounts: 


SSE CACO COTE 5 6 kris eicra'e ike ae s'sies egies clemorele ms $1,114,154 
RGRNCINE, NNRMARRIDE ID 25. ics in\'s sa. 'o 0th tu are eet ie icus wi ele See's 770,748 
RUE A CRIED nr cit arellncie eg ie wem oleate Sb oseiie 770,119 
NEURON TRE MOMMIES 5 esi ala so ee Gee ete mw stone ee 651,809 
eA RON af OMMRORENNE torso Sara Sinope se Secetetwin aes wee ie 525,196 
ASANO Mie NMDUD cs 'acsschic nig aie ot ae esa laisse. 6 wiser 413,724 
Ee FaCihc: IHress: COMPANY «6.0.6 5:6.5 00000 csc ccewe 384,000 
Atchison, Topeka @& Banta We... 65 .6.0.0 000 eas 0 250,000 
Chicago, Milwaukee & St. Paul ..............660s%00 234,150 
Cebcn 0 & FOrt-WeBIOIR: «5.5 Si o-ois.cis.n es oo eae een 202,545 


Dividends declared since June 30, 1907, for the year ended on that 
date, by the Atchison, the Baltimore & Ohio, and the Illinois Cen- 
tral, amounting to $2,015,963, are not included in this total, but 
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there is included $1,125,000 paid July 1, 1907, and $1,350,000 paid Oc- 
tober 1, 1907, by the Southern Pacific. The total income from stocks, 
$11,563,105, compares with $7,237,917 received in the same way in 
1906. The item, “Balance of rentals from steamships and property 
and other income” under this head is less than half as much as in 
1906, principally because of disasters in the summer of 1906 to both 
of the ocean steamships owned by the Union Pacific and rented to 
the Pacific Mail Steamship Company. The “Manchuria” went 
aground on the Hawaiian Islands and was so damaged that she was 
unable to resume service until August 8, 1907. The “Mongolia” 
went aground on Midway Island, but was temporarily repaired 
and continued in service. On completion of repairs to the “Man- 
churia” the “Mongolia” was put in dry-dock for permanent repairs, 
and resumed service again Nov. 12, 1907. Under the terms of the 
marine insurance, only a small part of the cost of repairs will be 
borne by the owners. The loss in earning power, however, is a 
final one. The total income other than from transportation opera- 
tions was $12,000,000, but there was deducted from this nearly 
$500,000 for interest, so that the net income from these sources 
amounted to $11,600,000. Out of this there was paid $7,800,000, 
being 4 per cent, on the outstanding Union Pacific common stock, 
leaving a surplus after dividends from investments of $3,800,000, 
against $6,400,000 in 1906. This decrease was due to the fact that 
only one semi-annual dividend of 2 per cent. was paid in the 
previous year. 

Adding $8,900,000, the surplus after railroad dividends, and 
$3,800,000, the surplus after investment dividends, the total sur- 
plus after dividends from both transportation operations and other 
operations, is found to be $12,646,885, which is about the same 
figure as in the previous year. From this, about $2,000,000 was 
appropriated for betterments, against $2,700,000 for betterments and 
$500,000 for betterments and additions of branch lines, and $1,000,- 
000 for new equipment appropriated in 1906. There was, therefore, 
less than half as much appropriated for this purpose last year as 
in 1906. If the same amounts had been spent in these ways the 
year’s surplus from all operations would have been the same as 
in the earlier year. As it was, the year’s surplus was $2,700,000 
larger than in 1906. 

There were important increases in every department of earn- 
ings. Passenger earnings increased 13 per cent.; mail and express 
earnings 27 per cent., and freight earnings 12 per cent., while the 
number of revenue passengers carried one mile and the ton mileage 
of revenue freight was 7 per cent. larger. No total of commodities 
carried is included in the report so that it is not possible to trace 
the growth and fluctuations of the different classes of traffic, but 
it is fair to assume that the increased earnings came from larger 
tonnage of almost every important commodity. As the most direct 
line between the Missouri river and San Francisco, the Union Pacific 
secures a great amount of high grade traffic, the movement of which 
was undoubtedly exceptionally heavy during most of the year. 

As against the increase of 13 per cent. in gross earnings, oper- 
ating expenses as shown increased 15 per cent. The increase in 
the normal cost of operation was, however, really nearly 23 per 
cent., for the 1906 expenses were charged with over $2,200,000 which 
was credited to a reserve fund for future maintenance and renewals 
“for which there was no necessity this year.” There were a large 
number of unfavorable causes which account for this increase of 
nearly one-fourth in the normal cost of operation. Most of the 
wage schedules were higher and the greater part of these increases 
went in effect in the fall of 1906. Material cost more, particularly 
fuel, whose cost increased from $4,000,000 to. $5,200,000 in 1907, an 
increase of 30 per cent. The movement of traffic was exception- 
ally heavy during a large part of the year so that it exceeded the 
limit of economical handling. During the summer of 1906 opera- 
tions were embarrassed by the accumulation of cars and of traffic 
following the San Francisco fire. Later there occurred in the 
Pacific coast states unusually heavy rains, followed by disastrous 
floods, heavy snowstorms and extremely cold weather. Many miles 
of track and a number of bridges were washed away, the movement 
of traffic was seriously interrupted for over four months and as a 
result there was a traffic congestion over a large part of the system. 

There were 129 less miles of new rails laid than in 1906 and 
60,000 fewer cross ties, equal to 31 miles of continuous track; 52 miles 
less of tie plates and 195 less of continuous rail joints put in track. 
On the other hand, 8 per cent. of the mileage of first and second 
track was on June 30, 1907, laid with 90-lb. rail, against 4 per cent. 
a year earlier. Maintenance of way cost $1,782 per mile, against 
$1,832 in 1906, including the reserve for future maintenance, etc. 
Not including this, the 1906 figure for straight maintenance per mile 
of road was $1,519. 

Maintenance of equipment expenses increased $1,250,000, or 18 
per cent. over the straight maintenance of equipment expense of 
the previous year. The 1906 maintenance of equipment account, 
however, was charged with $515,000 as a reserve for future main- 
tenance, renewals, etc., so that the 1907 total was an increase of 
11 per cent. over the total shown in 1906. Repairs and renewals 
of locomotives cost $2,933 against $3,068 in 1906. There was an 
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increase of 7 per cent. in the locomotive mileage. Repairs and 
renewals of passenger cars cost $1,092 against $1,079 in 1906. There 
was an increase of 7 per cent. in the mileage of passenger cars. 
Repairs and renewals of freight cars cost $131 against $123 in 
1906. There was an increase of 5 per cent. in the mileage run by 
cars in freight trains. 

Conducting transportation costs increased $4,100,000, or 25 per 
cent. The increase of $1,171,000, or 29 per cent., in cost of locomotive 
fuel has already been mentioned. Locomotive service, not including 
fuel, increased 19 per cent., train service 17 per cent. and station 
and terminal service 1614 per cent. As a result of the increase 
of the per diem from 25 cents to 50 cents a day, and of the serious 
detention of cars caused by traffic congestion during the year “mile- 
age and switching payments” almost doubled. One small contribu- 
tary to the increase in cost of conducting transportation was a de- 
crease of 7 per cent. in the average train load. The congestion of 
traffic was responsible for this and the Union Pacific’s experience 
in this particular was the same as that of most other roads during 
the great floods of traffic throughout most of the last fiscal year. 
Smaller trains were run in order to relieve the congestion and move 
the increased traffic as fast as possible. There was a very special 
reason which reduced the train load of the main line of the Union 
Pacific east of Cheyenne, Wyo. Instead of using Wyoming coal on 
this line eastern coal was used so as to send a greater amount of 
Wyoming coal to the territory west of Cheyenne, where there were 
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accounts are now kept for betterments and for additions, in order 
to distinguish between betterments upon the existing roadway, struc- 
tures, equipment and facilities, and additions to the existing prop- 
erty which do not take the place of anything previously existing. 
The expenditures for betterments during the year amounted to near- 
ly $2,000,000 and were principally for over two miles of steel bridges 
and trestles, replacing timber trestling and embankments and lighter 
steel structures on the Union Pacific proper; betterments to station 
buildings at six points on the Oregon Short Line and over one mile 
either of new steel bridges or of pile and timber trestles filled in 
on the Oregon Railroad & Navigation Company’s lines, as well as 
a new brick car shop 492 ft. long by 342 ft. wide at Omaha. There 
was $561,000 spent on changes of line and revision of grades, of 
which four on the Union Pacific proper, one on the Oregon Short 
Line and five on the Oregon Railroad & Navigation were finished 
during the year or were still in progress at its close. Two of these, 
on the Union Pacific, reduced the maximum grade from 95 to 63 
ft. per mile and by building 17 miles saved 14 miles in distance, 
and 1,163 deg. of curvature. A line change on the Oregon Railroad 
& Navigation at Summit, Ore., open for business on May 15, 1907, 
reduced the maximum grade from 66 ft. to 11 ft. to the mile, and 
another, 17 miles long, will save 1,455 deg. of curvature. The ex- 
penditures for additions amounted to over $6,000,000. Against this 
sum was credited $1,260,000 proceeds from land sales, making a net 
balance of $4,800,000 to be charged to capital account. The prin- 
cipal expenditures under this head were for new station grounds 
























°, ! +, at Junction City, Denver and South Omaha, a general office building 
“ec Mae at Omaha, improvements at Ogden, improvements to the Omaha 
y - 4 shops, additions to yards at Omaha, Rawlins and Green River, a 
4 Om M “», 0 T+ new division terminal at Sterling, Colo., 904 miles of automatic elec- 
: 3 mn 0, OUELENA p a s* . ege 
sewisron Sr") ANACONDA tric block signals, 121 miies of second track and additions to yards 
; % sliver sowMguTTE at nine points on the Oregon Short Line. Besides the 121 miles 
i "7 ‘en 5 of second track completed during the year, work is under way on 
A ty, 0% & wr, 146 miles more and it is planned to complete 28 miles further shortly. 
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The Southern Pacific connection from 


serious shortages of fuel in many localities during the winter. As 
long as Wyoming coal was shipped eastward the fullest loading 
was secured on eastbound traffic because of the favorable grades. 
The change in direction of these shipments greatly reduced the 
traffic for eastbound cars and in consequence the average train load 
and car load. The loaded car load on the Union Pacific proper 
decreased 3 per cent., while on the Oregon Short Line and the 
Oregon Railroad & Navigation in each case_it showed a slight in- 
crease. The train load on the Union Pacific proper was 456 tons 
against 494 tons in 1906; on the Oregon Short Line 530 tons against 
558 tons in 1906, and on the Oregon Railroad & Navigation 477 tons 
against 502 tons in 1906. The average for all lines was 475 tons 
against 510 tons in the earlier year. The greater cost of moving 
the traffic can be summed up most briefly and concisely when ap- 
proached from the locomotive mileage. Per locomotive mile, the 
cost in expense of moving and getting the traffic was 65.6 cents 
against 57.5 cents in 1906. General expenses increased 22 per cent. 

There was a falling off in the freight density. In 1907 there were 
1,185,367 tons of freight (including company freight) carried one 
mile per mile of road, against 1,203,174 tons in 1906. This was 
doubtless due in part to the increase of 241 miles, or 4 per cent., 
in average mileage operated. In 1905 the Union Pacific began a new 
policy of branch line development, whose effects were first notice- 
ably shown last year. These lines, most in unoccupied sections of 
Oregon and Idaho, naturally had thin traffic compared to the heavy 
density of the Union Pacific’s through main line. The rate received 
per ton of freight per mile is not given, in the report but works 
out at 9.62 mills. This compares with 7.69 mills on the Great 
Northern last year. The Great Northern’s figure is low because 
so large a proportion of its tonnage is grain. The Union Pacific’s 


rate is high because it has so large a proportion of high grade 
tonnage. 

During the year there were large improvements to the property. 
Besides the expenditures included in operating expenses, separate 


Ogden to San Francisco is shown. 


All second track is laid with 90-lb. rail. When the mileage on which 
work is under way is finished, 267 miles of the 817 miles from Coun- 
cil Bluffs to Green River will be double-tracked. It is probable 
that the construction of second track will be steadily carried on 
until the whole line is so equipped, making the Union Pacific the 
first double-track through line west of the Missouri river. The new 
block signals form another notable improvement. On the Union 
Pacific automatic block signals have been put in on 803 miles of 
main track and 224 miles of second track, and their installation 
is progressing on 450 miles of main and 194 miles of second track. 
On the Oregon Short Line there are automatic signals on 45 miles 
of track, and they are being put in on 258 miles more. On the 
Oregon Railroad & Navigation automatic signals between Durkee 
and La Grande, 78 miles, and between Troutdale and Pendleton, 
160 miles, are approaching completion. Already the Union Pacific 
is far and away the best protected railroad west of the Missouri 
river. 

Of the lines under construction the most important are the 
Lane cut-off, from South Omaha west to Lane, 32 miles, a very 
expensive piece of work undertaken for the purpose of avoiding a 
loop on the present main line and a new cut-off from Onaga, Kan., 
northwest to Marysville, on the St. Joseph & Grand Island, which, 
in connection with a branch to be built by the St. Joseph & Grand 
Island from Hastings, Neb., west to Kearney, on the main line of 
the Union Pacific, with trackage rights over the St. Joseph & 
Grand Island, will shorten the distance for through trains between 
Kansas City, Mo., and Cheyenne, Wyo., by 98 miles and give a much 
more favorable line than over the old Kansas Pacific line via Den- 
ver. The branch from the main line up the North Platte river to 
Northport, Neb., 115 miles, is under way, and 54 miles have been 
finished. The Yellowstone Park Railroad is about finished to the 
boundary of Yellowstone Park near its northwest corner. 

Dating from July 1, 1907, a new issue of $75,000,000 20-year 
convertible 4 per cent. bonds was sold. The balance sheet shows 
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how important at that time was the need for larger working 
capital, Cash and demand loans stood at $8,570,000 on June 30, 
1907, as against $55,968,000 one year earlier. At the same time 
there was a current liability of $69,000,000 in loans and bills pay- 
able by the Union Pacific, against no corresponding item whatever 
in the earlier year. 

The cash funds which Were on hand at the end of the fiscal 
year in 1906 were used to pay for the investments in stocks of 
various railroad companies whose purchase was made public in the 
testimony at the Interstate Commerce Commission investigation in 
the first week of 1907. “Stocks and bonds owned” stood on the 
balance sheet at $209,400,000 on June 30, 1907, against $96,800,000 
a year earlier. This increase was due both to the investment pur- 
chases and to the funding of advances to the San Pedro, Los 
Angeles & Salt Lake in first mortgage 4 per cent. bonds and stock 
of that company. 

Mr. Harriman treats of the investment operations of the com- 
pany in considerable detail. Without attempting to follow the 
intricacies of these various operations, the situation may be summed 
up as follows: The original investment in Northern Securities 
‘stock cost $79,500,000, or, including Great Northern stock later 
acquired at par under subscription rights, $83,200,000. There have 
been sold at an average price of $304 for Great Northern, $209 
for Northern Pacific, and $77 for Great Northern ore certificates, 
stocks of these various companies for which. $117,900,000 was 
received. There is here shown a net profit in money of $34,700,000, 
plus the stocks of these companies on hand June 30, 1907, whose 
market value on the preceding day was $22,400,000, so that the 
total profit of these operations was over $50,000,000. There was 
invested during the last fiscal year $131,700,000 in stocks of various 
railroad companies not connected with the Union Pacific System, 
on which an income of 4.46 per cent, is being received, against an 
income of 2.79 per cent. which was being received on the Hill stocks 
at the average prices at which they were sold. Since the re-invest- 
ments were made there has been a shrinkage in their market 
value as of June 29, 1907, of $23,100,000, but the shrinkage on the 
market value of the Hill stocks which had been sold on the same 
date would have been $55,500,000, so that not only was the income 
return to the Union Pacific largely increased by the reinvestments, 
but the loss through shrinkage of market values as of June 29, 
1907, was $32,400,000 less than it otherwise would have been. 

Mr. Harriman also shows a table based on the market prices 
on December 5, 1907, the date of the report, and also, incidentally, 
the day on which the stock market was higher than on any day 
for some weeks before or since, showing the market value of all 
investment stocks owned on that day as compared with their cost. 
The market value on that day was $228,400,000 and the cost $227,- 
400,000, so that on this showing the market value was $1,000,000 
more than the cost. If some day a week earlier or a week later 
had been chosen, the market value and the cost would probably 
have been about even. This calculation, however, takes no account 
of the $34,700,000 profits from the sale of the Hill stocks in excess 
of the cost of the same, which must be considered as a profit from 
the whole transaction. Looking at the whole series of operations 
together, there is no doubt that the Union Pacific has largely 
profited from its experiment in banking operations. It is equally 
evident that under certain market conditions it would have lost 
equally, and furthermore, that through these large purchases during 
the last fiscal year its working capital was seriously reduced, while 
its current obligations were tremendously increased. It must always 
be remembered, of course, that the original investment was made 
with the idea of safeguarding its territory, but the lesson of the 
whole striking series of transactions is plain that a railroad should 
not engage in speculative investment operations. 

The following table, arranged according to our usual method, 
shows the income results for the last two years ended June 30: 


1907. 1906. 
Mileage worked ...........+- 5,645 5,404 
Passenger earnings ...... $14,912,508 $13,236,055 
Freight earnings ........ 54,859,302 48,992,015 
GROSS CANDIDS 5... 54520000200 75,651,105 66,879,142 
Maint. way and structures 10,066,868 9,900,409* 
Maint. of equipment ..... 7,853,933 7,118,940; 
Conducting transportation 20,276,530 16,203,783 
Operating expenses .......... 40,155,523 34,824,076 
INGE CRIA fare. .5 3 0.006 6 000 060 3 35,495,582 32,055,066 
or a ee 11,587,018 10,829,816 
Net earnings and other income. 47,082,600 42,384,882 
Fixed charges and taxes...... 10,905,679 10,620,207 
EE 20s ae oe 6's 08 oles. 8 36,176,921 31,764,674 
i Ee ee 23,530,036 19,532,424 
Improvement appropriations .. 2,271,011§ 4,504,556| | 
MGR OMIOR oc ccc cnccccecns 10,375,874 7,727,694 


*This includes $1,691,610 charged as reserve for future maintenance, re- 
newals, etc. No similar charge in 1907. 

+This includes $515,000 charged as reserve for the future maintenance, re- 
newals, etc. No similar charge in 1907. 

tDoes not include dividends amounting to $2,015,963 declared since June 
30, 1907, for account of the year ended on that date on stock of the Atchi- 
son, Topeka & Santa Fe; the Baltimore & Qhio, and the Illinois Central, but 
does include $1,125,000 paid July 1, 1907, and $1,350,000 paid Oct. 1, 1907, 
by the Southern Pacific. Similarly “Other income” for the year ended June 


30, 1906, includes $2,250,000 paid by the Southern Pacific on Oct. 1, 1906. 
§Includes $312,009 reserved for depreciation of equipment. 
|| Includes $304,556 reserved for depreciation of equipment. 
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Railroad Officers on the 1908 Outlook. 





The following compilation of answers to our circular letter of 
inquiry is published in the same form as in previous years. We 
have agreed in each case to protect the identity of the writer, and 
are therefore obliged to classify answers geographically, and, in 
some cases, to omit a line or two that would furnish a direct clue. 
We received 42 detailed answers to our inquiry, covering every part 
of this country, including Canada and Mexico. Of these letters, 16. 
are clearly and definitely optimistic; 14 indicate their belief that 
a more or less protracted period of mild depression is ahead; 12 
anticipate severe depression. We will let them speak for them- 
selves. : 
QUESTION 1.—HoOW DOES THE GENERAL RAILROAD OUTLOOK FOR 1908 
APPEAR TO YOU COMPARED WITH THE OUTLOOK A YEAR AGO AT THIS 
TIME? IS BUSINESS GOING TO REMAIN GOOD IN YOUR TERRITORY, OR DO 
YOU ANTICIPATE A MILD OR A SEVERE PERIOD OF DEPRESSION? 


Central West and Trunk Lines. 

The general railroad outlook for 1908 does not look favorable 
to me compared with the outlook a year ago at this time. With 
quite a number of our steel plants already closed down and with 
the prospects at the present time of more closing down in the near 
future, it hardly seems reasonable to expect that the business will 
remain as good in this territory as it has been during the past 
few years. Under ordinary circumstances, business suffers more or 
less depression during the Presidential year, and my notion is that 
there will be a severe period of depression in 1908, because of the 
continued agitation against corporate interests that has been mani- 
fested by the present administration. 

There is such a general lack of confidence among the people 
of the United States, and I. might say abroad, because of the legis- 
lative enactments, both national and state, against railroad prop- 
erties and other corporate interests, and with the fear of more such 
legislation, which has been planned, that it is impracticable for 
railroads or other corporate interests to get the use of money for 
further development of their properties, many of which have been 
spending money freely during the past few years, with the expecta- 
tion of continued prosperity, so that to-day many of these properties 
have assumed fixed charges which they would not have undertaken 
in the face of a depression which now seems inevitable, but which 
they would have had no difficulty whatever in carrying if the pros- 
perity of the country had been permitted to continue. 

As an offset to this disadvantage might be cited the high value 
of the grain crop of the country. While not so large in volume 
as in 1906, yet the market value in dollars and cents exceeds that 
of any other year in the history of the country, but the same dif- 
ficulty is met with in marketing the crops as in various railroad 
improvements—the absolute inability to secure from banks the 
money with which to move the crops. —Vice President. 

The outlook is not nearly so good as it was a year ago at this 
time. There is a much less volume of business offering, and, in 
my opinion, there will be a very considerable decrease in the gross 
earnings for several months. —President. 

The railroad outlook does not appear to be any better than a 
year ago, and I fear a further falling off in business. 

—President. 

The general outlook for 1908 compared with the previous year 
is bad. Business will not remain good in this territory. The 
shrinkage will be quite large, I think. I anticipate a severe period 
of depression. —President. 

In my opinion, there will be a more or less marked period of 
depression during the entire calendar year for reasons so obvious 
as to require no portrayal. —President. 

Railroad outlook for 1908 in this territory indicates a gradual 
recession in manufacturing, but gradual resumption in grain move- 
ments as the financial situation improves. 

—General Manager. 

The railroad outlook for 1908 is not as good as it was a year 
ago at this time. I anticipate a period of mild depression. 

—President. 

We anticipate a decrease in volume of traffic, but more economy 
in handling same with a possible slight reduction in cost of labor, 
material and supplies, which should show better comparative net 
results. —Vice-President. 


In regard to the general railroad outlook for 1908, would say, 
we believe there will be considerable curtailment along both of our 
lines, which will cover a period of two years, although it will not 
begin to show much falling off prior to the end of the fiscal year 
June 30, 1908. We note that lumber operations along our lines 
will be qurtailed by probably 50 per cent., beginning with this year. 

—President. 

The business on our lines has been somewhat reduced, but in 
this respect we do not differ from any of our neighbors, so far as 
I am aware. I am inclined to believe that we have reached the 
limit of the downward tendency in this direction, and while I do 
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not expect any rapid recovery, I believe the business of the country 
will slowly improve from now on. We have been for some time 
past engaged in adjusting our expenses to meet the changed condi- 
tions of business, and have been reducing our forces and hours of 
labor to correspond as nearly as may be to the reduced amount of 
business done. We have practically finished all of the work which 
we had under way, and it is not likely that we will engage in any 
further construction or purchase any new equipment until business 
conditions generally improve. As we have practically sufficient 
facilities for handling the business we are now doing very com- 
fortably. 

The fact that the wage schedules are, as a rule, a subject of 
contract with our employees does not permit a general reduction 
along that line until the expiration of the present agreements. 
There will probably be some shrinkage in gross earnings during 
the coming, year, and in view of the wage agreements referred to, 
it is not likely that the operating expenses can be reduced in the 
same proportion as the gross earnings are likely to decline. 

On the other hand, the business that is done will probably be 
done with greater ease, with less straining of facilities and little 
congestion, and consequently with less expense, as such conditions 
as have prevailed for the last twe or three years always make rail- 
road operations unduly expensive. —President. 


East. 

The general railroad outlook for 1908 appears to be quite un- 
satisfactory as compared with the indications a year ago at this 
time. The present financial stringency has spread itself over the 
whole country and is not, as many people suppose, simply a Wall 
street panic. The first effect of this stringency is a reduction in 
the output of nearly all the large manufacturing industries in this 
section, and there is consequently a proportionate decrease in the 
traffic offered for transportation by the railroads. It may therefore 
be expected that, for a time at least, railroad earnings will show 
considerable decreases as compared with last year. 

—President. 

In our territory we anticipate a mild period of depression. 

—Vice-President. 


The outlook for 1908, in general, is very gloomy, but is not 
seriously bad in our territory. This railroad depends upon the in- 
crease in population, and as this is the natural channel for the over- 
flow from New York City, we expect our business for 1908 will be 
better than for 1907. —President. 

We anticipate the general business will be the same as during 


1907. —General Manager. 
My road serves a territory of large resources in timber, 
water powers, storage basins and soil. The kinds of timber 


peculiar to the section have been pretty heavily broken into 
elsewhere until, probably, no other such area of them exists in 
the couniry, so near to the Atlantic seaboard. Most of the log float- 
ing streams, rivers and lakes, with which northern Maine abounds, 
are used to float lumber tonnage to the railroad. 

The soil of populated A. county is of a character which 
produces an exceptionally fine quality of potatoes. Not alone is 
their reputation high for table use, but they are understood to be 
better than any others obtainable for seed, especially in the southern 
states, the West Indies, Bermuda, etc. Since 1870, when about 40,000 
bushels were shipped out of the country, the acreage has been 
steadily increased until, from the crop of 1906, the company has 
moved something over 13,000,000 bushels. Probably over 16,000,000 
bushels were moved by all routes, and several million bushels used 
in starch manufacture. 

The acreage in 1907 was larger than in 1906. An unprecedented- 
ly cold and wet year and heavy October frosts prevented a suc- 
cessful outcome. The quantity of potatoes to be shipped is variously 
estimated at 50 to 75 per cent. only of the quantity from crop of 
1906. The large shipments will be delayed until seed demand comes 
on because prices are expected to favor. The large shipments from 
crop of 1906 were from the field. Our September to November, in- 
clusive, earnings have been seriously affected by the conditions as 
Stated. 

Not much can be done toward moving forest products to the 
railroad, after the time for rivers and streams to be closed 
with ice, until they are frozen solidly enough for teams, and 
until also there is depth of snow enough for woods roads. Last 
year extreme cold and plenty of snow came early, not far from 
the middle of November. At this writing heavy ice has not made. 
There is no snow. 

The company’s prospects cannot fairly be considered along 
with those of railroads in general. The resources, and the re- 
quest for all that can be supplied from them, would appear to 
insure the same steady gains in traffic offerings, by years, now 
and in the future, as in the past. It is a question whether seasons 


of depression do not encourage extra exertion with the hoe and the 

axe in a territory where the population understands the use of 

both, and where opportunity to profitably use them is at its door. 
—President. 
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South. 


I anticipate severe depression until after the Presidential elec- 
tion. —President. 

All improvements absolutely stopped; confidence shattered by 
national and state legislation; tonnage growing lighter every week. 
Look for hard times in 1908. —President. 

The general railroad outlook at the moment is very bad; our 
earnings held up fairly well until 10 days ago, but during the last 
10 days have fallen off to an alarming extent. The car movement 
shows a decrease in pay loads the last week in November of some- 
thing over five thousand. Unless this crisis proves an exception 
to former ones through which I have passed, we have entered upon 
a long period of depression. —President. 

In this section the outlook for 1908 is very discouraging. The 
adverse legislation in some of the southern states, and the great 
drop in the price of pig iron and the closing of a number of iron 
furnaces has depleted the railroad tonnage to a very large extent. 
The money matters are being handled in an excellent manner, but 
iron is a great barometer in this country and the products of the 
forest sympathize with the prices of iron. I do not look for better 
times here for a year. —General Manager. 

I do not believe that we have yet passed through the full period 
of depression, which seems to be the inevitable result of general 
antagonistic legislation against railroad property. 

—General Manager. 


I anticipate a mild period of depression. 
—General Manager. 


Twenty per cent. below normal. —General Manager. 


Mild state of depression for some months. 

—Chairman of Board. 

The outlook for 1908 is not materially worse than a year ago, 
for the conditions at that time were not encouraging owing to the 
fact that the previous boom in the lumber business, upor which 
we largely depend for our earnings, collapsed prior to January 1, 
1907, —General Manager. 

I consider business will remain good in this territory. 

—General Manager. 

The territory of our lines is peculiar, much of the area being 
water. The products are of food,: agriculture and the forest. The 
first two classes being in unlimited demand are nearly stable; the 
third, together with other industrial and commercial articles, fluc- 
tuates. 

Subject to the next crop conditions, there is no present reason 
why the regular annual increase of food and agricultural ship- 
ments should not continue in 1908. There may be some decrease 
of manufacturing output, but altogether we expect increase of 
gross earnings per mile of road, resulting, in some measure, from 
our new lines and a more compact system. 

Our earnings for 1907 were increased by the Jamestown Exposi- 
tion, and it is difficult to say to what extent, if at all, they were 
affected by rate legislation. In Virginia, the Railroad Commission 
did not apply to us the rulings imposed on other companies be- 
cause of our physical situation. In North Carolina much of our 
mileage was exempted from the reduced passenger rate, because of 
existing or recent construction. We do not expect further hostile 
legislation. The local popular feeling in our territory is not now 
and never has been generally antagonistic; our relations with the 
public have been reciprocal, fostered possibly, by the feeling of 
security by the public in the abundance of competition by water 
and other lines. —Vice-President. 

Southwest. 

The general railroad outlook is bad compared with the outlook 
a year ago; business is not going to remain as good in our terri- 
tory, and I anticipate a period of depression, perhaps not severe. 

—Vice-President. 

The general railroad outlook for 1908 is not at all favorable. 
Business in the territory served by our rails will undoubtedly show 
a@ severe period of depreciation. Just at present our traffic has 
fallen off very materially, and with the present financial stringency 
I look for a greater falling off. We are moving some lumber and 
other forest products, but very little cotton. 

—Vice-President. 

We do not think that the railroad outlook for 1908 compares 
at al] favorably with the outlook a year ago. From the standpoint 
of to-day, we look for a material decrease in business in 1908 as 
compared with 1907, although we do not think the depression will 
be so severely felt in our territory—Texas and Louisiana—as in 
mining and manufacturing districts of the North and East, our line 
depending more largely upon agricultural results. Our lines are 
located in a growing and developing territory. Increased acreage 
will be brought into cultivation, and if we are favored with good 
crops, eaqpecially with a good cotton crop, our earnings may not be 
materially affected. —Vice-President. 

The railroad outlook at present in this section seems to be 
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about 50 per cent. of what it was last year. We are anticipating 
a mild period of depression. —President. 

I do not anticipate general business will be as good for 1908 as 
for the past year. In the southwestern states, Oklahoma and Texas 
especially, we expect a moderate depression. 

—Vice-President. 
West. 

The general railroad outlook for the year 1908 compared with 
the outlook a year ago is distinctly depressing; business will not 
be good and I anticipate a severe period of depression. After the 
crops of next season there will be the usual amount of transporta- 
tion of food products as well as supplies for the use of those who 
produce them, but no new enterprises of any kind are likely to be 
started during the year 1908, or at least until the Presidential ques- 
tion is settled, and I shall be happy if our gross receipts for the 
calendar year 1908 do not decrease by 20 per cent. 

—President. 

I do not think the railroad outlook is as favorable as it was a 
year ago at this time. The crops are good, the farmers are pros- 
perous, so that there cannot be what may be termed “hard times,” 
but I think there will unquestionably be a serious reduction in 
volume of freight carried by the railroads, as the general cessation 
of construction work and curtailment of orders for equipment, made 
necessary by the damage done to their credit by political agitation, 
has already forced them—and will continue to force them—to adopt 
vigorous policies of retrenchment. We must not forget that the 
material required for construction of motive power, rolling stock 
and new lines was a very potent factor in the general tonnage move- 
ment of the early part of the year 1907. —Vice-President. 

The general railroad outlook for the coming year is not as 
good as it was a year ago. Farmers in our territory have harvested 
fair crops the past season which, in connection with the high prices 
obtained therefor, barring the present period of financial uncer- 
tainty, will result in a fair local business. We do not anticipate 
a severe period of depression, although the present financial situa- 
tion and the uncertainty always attending a Presidential election 
year will put a stop to a large extent to enterprises which, under 
normal conditions, would bring a considerable tonnage to our line. 

—President. 
Pacific. 

General outlook for business for 1908 at the present time is 
not very favorable. Believe present depression and tightness in 
money market is going to result in quite a decrease in our business. 

—General Manager. 

We do not look for any serious reduction of business on our 

lines. —Vice-President. 


The general railroad outlook for 1908 as compared with a year 
ago is bright so far as the general conditions and crops are con- 
cerned. I anticipate, however, a mild depression due entirely to 
the money stringency, which I do not think will extend very far 
into 1908. —Vice-President. 

Canada. 

While the crops this year have not been as large as the years 
immediately preceding, they are still above the average, and the 
demand from foreign countries and high prices existing will net the 
farmers quite as much money as their larger output of preceding 
years, although there will not be as much grain for the railroads 
to haul. While, therefore, there will be some decrease in earnings 
in this direction and some general falling off as the result of the 
financial situation, I look for a fair business for the year 1908. 

, —Vice-President. 

The traffic in 1908 will be just about the same as it was last 
year. —General Manager. 

Mexico. 

General railroading outlook good for 1908. 

—Superintendent. 

No changes to report. 

—General Manager. 
ARE YOU PLANNING TO RETRENCH 
EXTENSIVELY, OR ARE YOU ALREADY DOING SO? IF SO, HAVE YOU BEEN 
ABLE TO REDUCE ANY WAGE SCALES RECENTLY ADVANCED, OR DOES THE 
RETRENCHMENT LIE IN SHORTENING FORCES, IN STOPPING NEW CONSTRUC- 
TION WORK AND IN REDUCING EQUIPMENT ORDERS? 

Central West and Trunk Lines. 

We have reduced our expenses to the minimum in all depart- 
ments, but owing to the fact that our wages are pretty generally 
controlled through agreements with labor organizations, we have 
been unable to return to the old scale of wages. We have reduced 
the number of working hours at our shops, have stopped all new 
construction work, and have placed no orders for equipment for 
next year. —Vice-President. 

We are reducing the force wherever possible. Have not been 
able to make any reduction in wages. —President. 

We are retrenching in every direction. We do not exvect to 


Outlook for 1908 same as for 1907. 


QUESTION . 2.—RETRENCH MENT. 
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be able to reduce wages at the present time, but have reduced the 
working hours of the men, and have made material reductions in 
the number of men employed. Our new construction work has prac- 
tically all been stopped, and we have no equipment orders on the 
market. —President. 


We are already doing as much as we can in the way of retrench- 
ment. We have not been able to reduce any wages. 

—President. 

With the first of the year we shall retrench in every possible 
direction. Some reductions have been made in certain classes of 
employees, but no general reduction in the wage scale has been 
attempted, the retrenchment consisting principally of reducing 
forces, stopping new work and a general lessening of the stroke in 
construction. —President. 

We have already commenced radical retrenchment, consisting 
of reducing forces and stopping new work. We have made no at- 
tempt to reduce wages, increase in which has more than equalled 
our increase in earnings for the past six months, and with falling 
off of earnings to less than a year ago this very appreciably affects. 
our net earnings. —Generai Manager. 

We are already making such retrenchment as possible. We 
have not reduced any wage scale as yet; our retrenchment lies in 
shortening hours of labor and in reducing forces, stopping new 


construction work and in reducing equipment orders. 
—President. 


No attempt at general retrenchment but an especial effort to- 
wards more economical service in all departments. We are taking 
advantage of the labor supply to increase construction forces on 
the 210 miles we have under contract with the hope of completing: 
same during 1908. —Vice-President. 

We have already stopped all new construction work and are 
curtailing very materially on what we have under way, and are 
placing no orders for equipment for the coming season. Our wage 
scale has not been reduced since advanced in November, 1906. 

—President. 


East. 


The roadway is in good condition throughout. 
this season to reduce track, masonry, fence, etc., forces. We are 
now able to reduce, and are reducing them more than ever. Con- 
siderable passenger train mileage is to be canceled, and some minor 
stations will be temporarily closed. Upon conferences with leading 
patrons, to be affected, they have approved. We will have no in- 
complete construction 10 days hence. Wage scale has not been 
reduced. —President. 

We, in common with other railroads, are endeavoring to re- 
trench so as to bring operating expenses into a right relation with 
operating income, but up to the present time we have not attempted 
to consider the rearrangement of wage schedules. Thus far our 
efforts are being directed to a reduction in train service correspond- 
ing with reductions in income, and in discontinuing all kinds of 
construction work, including equipment orders, that can be post- 
poned. —President. 

We are retrenching and expect to further retrench in shorten- 
ing hours of work, and in abandoning new construction work. At 
this time we do not see our way clear to reduce wage scales recently 
advanced. —Vice-President. 

The general situation has made it necessary for us to retrench 
in all improvement work. We do not believe it will be necessary 
to reduce wage schedules recently advanced, but we are retrenching 
in every direction possible. —President. 

We are not planning to retrench extensively, neither have we 
already done so. —General Manager. 


It is usual at 


South. 

We have not been able to reduce wage schedules yet on account 
of the strength of the unions, but believe that the next three months 
will see a change in this. —President. 

Retrenching in all ways possible. —President. 

We have endeavored to retrench in every way possible for 
many months past. We have not reduced wages, but have reduced 
force; however, it seems to me that a reduction in wages is inevit- 
able unless business largely improves very soon. We are endeavor- 
ing to keep our roadway and equipment in good order, but have 
suspended all work that can be dispensed with. We do not antici- 


pate purchasing any new equipment during the present fiscal year. 
—President. 


Owing to the falling off in tonnage we are already retrenching, 
taking off trains and reducing the number of men in the shops and 
on the track. We tried retrenching by reducing hours to keep as 
many men as possible and give them some kind of a living. 

—General Manager. 

We are retrenching extensively. All new construction has been 
stopped, and no new equipment is likely to be ordered in the near 
future. —General Manager. 
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We are going ahead, but with not quite as much vigor as former- 

It has been found possible to reduce track labor from $1.50 

—General Manager. 


Ly: 
to $1.25 per day. 
We are: retrenching by stopping new work and by shortening 


forces, but have not reduced any wage scale. 
—General Manager. 


All works of improvement not imperatively necessary have 
been suspended. Orders for supplies, ete., have been curtailed. 
There has been no reduction in wages. 

—-Chairman of Board. 

We found it advisable to make retrenchment in expenses be- 
fore the end of the last fiscal year, and have made still further 
retrenchment since the recent financial troubles, but it has not yet 
been practicable to make any material reduction in wages. We 
are not doing any construction work, nor have we made any addi- 
tions to our equipment since June last. 

‘—General Manager. 


old lines and preparing 
—General Manager. 


Not retrenching. Are reinforcing the 
to construct the new lines. 


Some construction work is suspended, and operating expendi- 
tures will be governed by considerations of safety and prudent 
economy. The property has been well kept up, and could very 
well live on its own fat for a considerable period, but it is not 
intended to deprive it of adequate repair. Beyond retrenchment 
in reducing forces and purchases, there is no road open to us 
toward lower operating cost. Wage scales have not been cut, and 
they are about 5 per cent. higher now than a year ago. 

—Vice-President. 
Southwest. 


We are planning to retrench wherever possible. Have not been 
able to reduce any wage schedules. We are following a general 
plan for revision of alignment and grades with permanent con- 
struction and relaying heavy steel from Texico to Woodward, Okla- 
homa, in my territory, but have cut out some extensive improve- 
ments, such as the completion of lap sidings, with an interlocking 
tower at the lap, and have stopped the construction of all new lines. 
We had no intention of buying new equipment; however, the 
Texas Railroad Commission has issued orders for the heavy pur- 
chases of cars and engines. —Vice-President. 


We have already made extensive retrenchments. Wage scales 
remain about the same. We have no new construction work or 
equipment orders outstanding. —President, 


We are gradually retrenching as far as we can consistently 
without crippling our service. We have no new construction to 
speak of under way, and are not arranging for any new construc- 
tion for the coming year, as we have recently largely increased 
our equipment, and will not place orders for any new equipment 
for 1908. We have made no reduction in wage scales recently 
advanced, but we believe that it will be necessary for all lines 
and industries in our territory to make material reductions in the 
near future. —Vice-President. 


We are retrenching where possible, but have been unable to 
reduce wage schedules. Have laid off surplus force where prac- 
ticable, and have stopped all new construction work, and are with- 
holding orders for additional equipment. At this writing we have 
a surplus of equipment on our rails, and are turning back to 
connecting lines a considerable number of empty cars. 

—Vice-President. 


We have already begun to retrench in our expenses, by stop- 

ping improvements and reducing forces in the shops. 
—Vice-President. 
West. 

We have pursued the customary: policy of retrenchment to 
meet existing conditions as far as possible. We have not as yet 
reduced any wage scales recently advanced, but decrease in busi- 
ness has enabled us to reduce train mileage and make considerable 
saving in other directions. Our plans for construction work next 
year were not very extensive, and, based on the present outook, 
they will be to a considerable extent carried out. We added quite 
largely to our equipment, both cars and power, during the past 
year, and it may not be necessary to make further additions to 
take care of the business of 1908. —President. 

Our lines are retrenching and are deferring all construction 
work and improvements of every description that can be deferred 
without injury to the property. There has been some fall in the 
scale of wages of laborers, but in no other classes, and retrenchment 
simply lies in shortening hours and in reducing forces. 

—Vice-President. 


We are retrenching in every possible way by stopping new 
construction and improvements—in fact, spending no money what- 
ever which we can avoid without deterioration in that which we 
now have, and except where work previously commenced is so far 
advanced as to make its completion essential. 


There will be no 
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equipment orders whatever during the year 1908. It will probably 
not be possible to reduce the wage scales for skilled labor. 
—President. 
*Pacific. 

We are not planning any extensive retrenchment. Owing to 
common labor being very plentiful we have reduced the wages of 
some of our section men. We have stopped some unimportant new 
construction work, but are continuing all construction and main- 
tenance work necessary to keep the property up to its standard. 

—Vice-President. 

We have made no retrenchments any more than usual at this 
time of year. We are, however, intending to reduce wages in 
certain lines of labor about January 1. —Vice-President. 

All construction work has been discontinued, and do not think 
it will be resumed until early spring, when, in all probability, 
work already started will be pushed to completion. We have only 
ordered a part of the equipment which we had figured on buying 
for 1908. —General Manager. 


In the matter of retrenchment, we shall probably limit our 
new works to the completion of those begun the previous year, 
and not undertake anything further until times are better. What 
retrenchments are made in our labor force will be rather in the 
direction of reduced force or shortening of hours than any change 
in the wage scale. As to new equipment, we have ordered about 
the same average amount as preceding years. 

—Vice-President. 
Mexico. 

Retrenchment, such as good business principles demand during 
the present financial condition; any excess in operating expenses 
will be reduced according toe present conditions only. 

—Superintendent. 

QUESTION 3.—ARE YOU MAKING ANY OTHER EFFORTS TO CHECK 

THE PREVALENT LARGE INCREASES IN OPERATING EXPENSES? 


Central West. 

We have been doing everything possible to check the large 
increase in operating expenses, but with the increased prices for 
both labor and materials of all kinds, the only way that reductions 
can be made is by entirely cutting out all work that can possibly 
be dispensed with. —Vice-President. 

There are no efforts we can make to check the increase in 
operating expenses, except as above specified, and in reducing our 
train service wherever practicable. —President. 

Every effort possible. 

Every possible effort is being made to prevent an undue ratio 
of operating expenses to earnings. —President. 

Until the earnings very materially fall off, will not put in force 
economies that will affect the efficiency of our service. 

—General Manager. 


—President. 


We are reducing our forces in every department to check @ 
probable large increase in expenses, so far as we can without 
affecting the safety of our patrons and without permitting the 
property to deteriorate, either as to its physical condition or its 
equipment. —President. 


Only by an effort to a better education of our men as to cost 
of service, and their mutual interest with the company in the 
general operating results. —Vice-President. 

It is possible we might take measures to reduce our operating, 
expenses by 5 per cent. to 10 per cent. the coming year. 

—President. 

General economies are being studied and applied as far and 
as fast as is deemed wise. —President. 

We are endeavoring to check the increases in operating ex- 
penses that have prevailed during the last two years. 

—President. 

No. —Vice-President. 

We are making every effort to check the large increase in 
operating expenses by reducing train service, and in other ways 
cutting out all luxuries and extraordinary expenditures. 

—President. 

We are not making any special effort to check the increases 

in operating expenses. —General Manager. 
South. . 


We are making every possible effort to check the prevalent 
large increases in operating expenses, and with a good deal of 
success for many months past, in the items of car loading, engine 
loading and per diem as affected by the movement of foreign cars 
on our line. —President. 


We are making every effort to check increases in the operating 
expenses, but the new legislation, particularly in Georgia and Ala- 
bama, makes it difficult to reduce. —General Manager, 


We are making every effort possible to check the large increase 
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in operating expenses. This is a difficult matter to accomplish 
on account of the labor situation and increased cost of all material 


entering into the maintenance and operation of railroads. 
—General Manager. 


We are making every effort to prevent any further increase 
in operating expenses consistent with the requirements of our 
State Corporation Commission, which does not permit us to decrease 
train service, which is the most effectual way to economize. 

—General Manager. 

Am making every effort to keep operating expenses down, and 
am watching car movements very closely, for, in this section, the 
handling of foreign cars is the weakest point. 

—General Manager. 
Southwest. 

We are making strong effort to check increases in operating 
expenses by not increasing the salary of any man, and buying 
only such new material as is imperative. —Vice-President. 

There is very little opportunity to reduce operating expenses 
except by a decrease in rates of pay and in cost of all supplies 
and material used. —Vice-President. 

We are making an effort to check the increase in operating 
expenses by a reduction in force. It is our intention to maintain 
cars, engines, etc., at least equal to their present standard. This 
will result in our maintenance expense showing some increases, as 
a great number of our cars are now coming home to us. 

—Vice-President. 

We are making efforts in every direction to check prevalent 

large increases in operating expenses. —Vice-President. 


West. 

To check the large increases in operating expenses, renewed 
effort has been made to increase car and train loading by reducing 
in many cases the speed of trains to promote it. 

—Vice-President. 

We feel that the high-water mark has been reached and passed 
in the matter of large increases in operating expenses, and, except 
as accompanied by adverse legislation, look for reductions rather 
than increases. —President. 

Pacijic. 

We have in a few cases curtailed expenses in our stations by 
slightly reducing the help. —Vice-President. 

We are reducing operating expenses as much as is consistent 
with efficient operation. We expect to cut down wages, which 
have been abnormally high, in some departments about January 1. 

—Vice-President. 

We are making a special effort to keep operating expenses down 
to the very lowest possible point. —General Manager. 

QUESTION 4.—Do6 YOU ANTICIPATE ANY SHRINKAGE IN GROSS EARN- 
INGS FOR 1908? 

Central West. 

With many industries shut down and the remainder working 
with reduced forces, it could hardly be expected that the gross 
earnings for 1908 will equal those of 1907. 

—Vice-President. 


I anticipate a shrinkage in gross earnings for 1908. 
‘ —President. 
Yes. —President. 


A considerable shrinkage in gross earnings is inevitable. The 
grain crop is below the average, the demand for building materials 
is less, and the combined effect will prevent an increase in gross 
earnings. —President. 

We anticipate material shrinkage in gross earnings for 1908. 

—General Manager. 


I anticipate a shrinkage in gross earnings for 1908. 
—President, 


No. —Vice-President. 


The A. B. gross receipts will probably not be decreased by the 
year ending June 30, 1908, but will be considerably less the fol- 
lowing year. The C. D. gross earnings are likely to be increased 
in 1908 over 1907, due to new traffic arrangements made by which 
we secure additional tonnage from other sources than heretofore. 

—President, 
East. 


We are hopeful for increased gross earnings in 1908. Every- 
thing now points to a handsome increase. —President. 

We do anticipate a considerable shrinkage in gross earnings, 
for the present at least, but whether that will continue through the 
year 1908 will depend wholly upon whether the business of the 
country revives. A railroad is not a producer; it is simply a 
carrier of what other pedple produce, and therefore its income is 
wholly dependent upon the prosperity of its customers. 

—President, 
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We anticipate some shrinkage in gross earnings. 
—Vice-President. 

We do not anticipate any shrinkage in gross earnings for 1908 
compared with 1907, but we do not anticipate that the earnings 
will be as great as they would be if the financial depression had 
not appeared. —President. 

We do not anticipate any shrinkage in gross earnings for 1908. 

—General Manager. 
South. 
Fifteen to 20 per cent. reduction. —President. 
I fear that shrinkage in gress earnings for 1908 is inevitable. 
—Presideni. 

We anticipate great shrinkage in gross earnings for 1908 for 
all the railroads in the South. —General Manager. 

Shrinkage in gross earnings for the year 1908 seems inevitable. 

—General Manager. 

Twenty per cent. reduction. —General Manager. 

We hope to earn something more than this year. 

—Chairman of Board. 

We have reasonable ground to hope that the shrinkage in gross 
earnings, which the larger roads in this section seem to anticipate, 
will miss us, or touch us lightly. —General Manager. 

No. —General Manager. 

Southwest. 

I anticipate a considerable shrinkage in gross earnings for 1908, 
possibly 10 per cent. —Vice-President. 

We anticipate about 50 per cent. shrinkage in gross earnings 
for 1908. —President. 

In our territory, where our gross earnings are so largely af- 
fected by the result of our crops, we would not feel justified in 
making an estimate on gross earnings for the year 1908 as compared 
with the year 1907. —Vice-President. 

Gross earnings for 1908 will undoubtedly show a considerable 
decrease over 1907. —Vice-President. 

I anticipate a very considerable shrinkage in gross earnings in 
1908 compared with 1907. —Vice-President. 

West. 

As we think the tonnage carried by the roads will be reduced 

in 1908, there must necessarily be a shrinkage in gross earnings. 
—Vice-President. 

It seems reasonable to anticipate a reduction of from 10 to 15 

per cent. in the gross earnings for the ensuing year. 
—President. 
Pacific. 
I do not anticipate any shrinkage in the gross earnings for 1908. 
—Vice-President. 

We do not anticipate any large shrinkage in gross earnings. 

Up to the present they are considerably in excess of last year. 
—Vice-President. 

Expect quite a decrease in gross earnings for 1908, the extent 
of which, however, will depend entirely on 1908 grain and fruit 
crops. —General Manager. 

QUESTION 5.—IF GROSS EARNINGS ARE LESS, DO YOU THINK OPERAT- 
ING EXPENSES ON YOUR ROAD CAN BE SO REDUCED THAT THERE WILL BE 
LITTLE, IF ANY, LOSS IN NET? 

Central West. 

With the increase in wages in all lines of service and the in- 
creased prices of all materials, it would be impracticable to snow 
the same net, even if the gross earnings were equal. 

—Vice-President. 

I do not see how operating expenses can be reduced so as to 
meet this condition; the net must suffer a loss. —President. 

Expenses cannot be reduced to an extent that will enable us 
not to show quite a loss in net. —President. 

I do not think it possible to maintain the present ratio of net 
earnings for the ensuing year. —President. 

With present rate of wages, operating expenses cannot be so 
reduced that there will be little, if any, loss in net. 

—General Manager. 

I do not think the operating expenses can be so reduced so 
there will be little or no loss in net; to the contrary I anticipate a 
loss in net. —President. 

Do not think any material reduction in operating expenses 
likely. ’ —Vice-President. 
We expect our net earnings for 1908 will be about equal to 1907. 

—President. 
East. 
We believe there will be a good gain in net. 
—President. 


It is impossible to determine now whether the reductions in 











January 8, 1908. 


operating expenses can be made large enough to meet the losses 
in net for the reason that we cannot yet approximate what those 
losses will be. —President. 


We think operating expenses can be reduced to very nearly 
offset shrinkage in gross earnings. —Vice-President. 


Under the present plans, the operating expenses of this road 
will be reduced so that there will be no loss in net earnings. 


—President. 
South. 
We think loss in net is inevitable. —President. 
We cannot keep off shrinkage of net revenue. 
—President. 


I do not believe that operating expenses can be reduced so as 

to cover the loss in gross earnings without a sharp cut in wages. 
—President. 

Cannot reduce operating expenses to make up for the loss in 
tonnage. —General Manager. 

I do not believe that operating expenses can be reduced propor- 
tionately to reduction in gross earnings. —General Manager. 

No. —General Manager. 

With a shrinkage in gross earnings, it is hardly to be expected 
that our net earnings from operation could be maintained. 

—General Manager. 

I expect to increase net earnings. —General Manager. 

We cannot now forecast the maintenance of net earnings for 
the calendar year 1908. Were there no other factors—and the others 
are plainly indicated above—the unknown crop of the year—vege- 
tables, cotton, corn and peanuts—forestalls any estimate of value. 

—Vice-President. 
Southwest. 

It will be impossible to reduce operating expenses to prevent 
considerable loss in net. —Vice-President. 

We will try to hold our own in regard to operating expenses. 

—President. 

With a heavy reduction in gross earnings, under present cost 
of labor. supplies and material. it is doubtful that there would not 
be some reduction in net earnings, even under the most watchful 
care and supervision. —Vice-President. 


Under the present high wage schedules it will be impossible 
to reduce operating expenses to a point that will permit the net 
to remain stationary, and I look for a considerable decrease in the 
net. —Vice-President. 


I don’t think operating expenses are going to be so reduced 
that there will be little loss in net earnings, unless the trunk lines 
that fix the very large compensation paid to enginemen, trainmen, 
machinists and other shop men by contract, revise their contracts 
and make lower schedule of wages to apply during the depression. 

—Vice-President. 
West. 

It will probably be impossible to offset this entire shrinkage 
by a reduction in operating expenses, but probably two-thirds of 
the decrease can be so offset. —President, 


I do not think operating expenses can be so reduced that there 
will be anything but a serious loss in net. By serious I mean that 
while we will in all probability earn a safe margin above our divi- 
dend payments we shall make a very unfavorable showing as com- 
pared with last year. —President. 


It is difficult to forecast the effect on net earnings. There have 
been no material increases in rates, whilst state commissions have 
been reducing them quite generally. The 16-hour law affecting train 
service and the eight-hour law affecting telegraph operators—the 
effect of both of which will mean large increases in operating ex- 
penses, have yet to be felt, as they take effect in March, 1908. The 
problem before operating officers of maintaining net earnings at 
the same figure as last year is, therefore, one presenting many 
difficulties. —Vice-President. 

Pacific. 

In case of a slight decrease in gross earnings I think operating 
expenses can be correspondingly decreased so as to leave no loss 
in net earnings. —Vice-President. 

Do not think that operating expenses can be reduced except 
that wages of labor will probably be more reasonable. 

—Vice-President. 

We expect to keep operating expenses down to a point which 
will avoid showing decrease in net earnings. 

—General Manager. 
Canada. 


I think that a lesser volume of tra‘tfic with the labor situation 
more amenable to control than has been the case in late years, 
should enable us to prevent much of a loss in net. 

—Vice-President. 
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Mexico. 

Expect increase in tonnage during 1908 over 1907, with in- 
creased net earnings. —Superintendent. 

QUESTION 6.—HAVE YOUR EXPENDITURES FOR MAINTENANCE AND 
BETTERMENTS BEEN ON SO LIBERAL A SCALE DURING THE PAST FEW YEARS 
THAT THE PROPERTY CAN GET ALONG FOR A YEAR OR SO WITH LESS EX- 
PENDITURE, IF NECESSARY? HOW MUCH DO YOU EXPECT TO SPEND ON 
EXTRAORDINARY BETTERMENTS IN 1908, AS COMPARED WITH 1907? 


Central West and Trunk Lines. 

Our expenditures for maintenance and betterments have been 
fairly liberal during the past two or three years and can be reduced 
during the next year without injury to the property. Labor cost 
is about 15 per cent. more than it was a year ago. 

—President. 

The property can get along for a year or more with less ex- 
penditure on maintenance of way owing to the present condition 
of the property. I do not expect that we will make any extraordi- 
nary betterments in 1908 beyond those compelled by law or ordin- 
ances, such as our work on track elevation at Joliet and the com- 
pletion of some track elevation work in Chicago. 


—President. 
Yes. I do not anticipate spending very much for extraordinary 
betterments. —President. 


No expenditures for extraordinary improvements are to be made 

in 1908 beyond keeping the roadway and equipment in proper shape. 
—President. 

Expenditures for maintenance and betterments during past 

few years have not been on so liberal scale that the property can 

get along for a year or more with any less. We will not spend as 

much on “extraordinary” betterments the coming year we did the 
past year. —General Manager. 


Our expenditures for maintenance and betterments have been 
on such a scale during the past few years that we probably can yet 
along for a year or so with less expenditures, if necessary. I am 
not prepared at this writing to state what our expenditures on 
extraordinary betterments in 1908 will be, as compared with 1907. 

—President. 


Yes, if absolutely necessary, but doubt the wisdom of the policy 
except under compulsion. —Vice-President. 


Our expenditures for maintenance and betterments will be very 
much less in 1908 as compared with 1907, due to the extraordinary 
expenditures made during the past 18 months. —President. 


The general physical condition of the property is such that we 
could probably get along for a year, if necessary, with very small 
maintenance expenses, but I do not think it will be necessary to 
allow it to depreciate in any way from its present good condition. 
Probably expenditures for extraordinary betterments will be less 
than during the year just passed. —President. 


East. 


Expenditures for maintenance, betterments and equipment have 
been very liberal since the company began to operate the railroad. 
The necessity for coming expenditure on those lines is to be insig- 
nificant, for some years, save to meet increasing traffic demands 
upon the property. Not 10 per cent. of the outgo in 1907, against 
the items named, need be expended in 1908. —President. 


Our expenditures for maintenance and betterments have been 
so large during the past three years that the property will not suffer 
from retrenchment in these matters during the coming year. 

—President. 


Expenditures for maintenance and betterments have been so 
liberal that this road can get along for some years with less ex- 
penditure. During the year ended June 30, 1907, this company spent 
$993,898 for additions and betterments. Since June 30, and to De- 
cember 31, 1907, we will have spent about $400,000 more. Jan. 1, 
1908, to June 30, 1908, we do not expect to spend anything; in 
other words our expenditures for extraordinary betterments will 
be practically nothing. —Vice-President. 

Our expenditures for maintenance and betterments have been 
on a very liberal scale during the past few years, and the property 
is in very good condition, and we will get along for a year or two 
with less expenditures. —President. 

This property can be maintained without any excessive ex- 
penditures for maintenance and betterments for a year or two. We 
expect to spend a similar amount on extraordinary betterments in 
1908 as we did in 1907. —General Manager. 

South. 

We will not spend any more than enough to keep the property 
in safe condition. —President. 

Our expenditures for maintenance and betterments have been 
on a liberal scale during the past few years and the property can 
get along for a year or so with reduced expenditures if necessary. 
I am having the data compiled, with reference to the extraordinary 
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beiterments in 1908, as compared with 1907, but this information 
is not yet in hand. There will be a sharp reduction. 
—President. 


Our expenditures and maintenance for betterments have been 
considerable and the property is in good condition and can be run 
with a considerably less force. Cannot advise you what we will 
spend for betterments in 1908. —General Manager. 


Our expenditures for maintenance and betterments have peen 
on so liberal a scale for the last two years that we can get along 
for the next two years upon small expenditure without serious de- 
terioration to the property. The amount to be spent on extraordi- 
nary betterments for the year 1908 will not amount to more than 
25 per cent. of the amount expended during the year 1907. 

—General Manager. 


No. —General Manager. 


Cannot give figures; will spend as little as possible. 
—Chairman of the Board. 

If necessary, we can get along with less expenditure for main- 
tenance and betterments than heretofore: We have expended little 
for betterments in 1907, and will expend little or nothing in that 
direction for 1908. —General Manager. 

It is expected that this year’s expenditures will be larger than 
those of last year to bring condition of property to normal. 

—General Manager. 
Southwest. 

Expenditures for maintenance and betterments have been im- 
mense, but the work is now only about 60 per cent. complete, so 
that we will not get much benefit from it in 1908. We exnect to 
complete the betterment work between Texico and Woodward, Okla., 
265 miles, in 1908, with possibly the exception of the ballast. The 
work consists in reduction of grade from 1 per cent. to six-tenths; 
of alincments of 6 deg. curves to two; permanent bridge work, and 
replacing 52-lb. and 56-lb. rail with 75-lb. 

—Vice-President. 
keep expenditures for betterment and maintenance 
—President. 


We shall 
at a minimum. 

Our property has been well maintained, from the standpoint 
of maintenance and betterments, and our expenses in this direction, 
if conditions required, could be reduced next year as compared with 
the current year. —Vice-President. 

Expenditures for betterments, maintenance, etc., have been on 
a liberal scale for some years past, and we are in shape to get along 
for a year or so with less expenditure for maintenance of track 
and equipment, if necessary, although our entire efforts will be 
directed toward keeping up our present standard as regards main- 
tenance. Expenditures for extraordinary betterments during 1908 
will be nil. —Vice-President. 

Our expenditures in betterments has been liberal during the 
past few years, and the property can get along for a year or more 
with less expenditure in that direction, except that befcre the panic 
struck us 1 contracted a $40,000 expenditure in the direction of 
strengthening several metal bridges that were erected when the 
railroad was built in 1880 and 1881. Our expenditures for equip- 
ment and betterments in 1907 aggregated $232,520; 1908 ex- 
penditures will be limited to the $40,000 above referred to. 

—Vice-President. 
West. 

The condition of the property is such that, if necessary, it could 
be maintained satisfactorily for a year or more with less expenditure 
than in the past, but we do not anticipate a situation which will 
make this necessary. —President. 

Our expenditures for maintenance and betterments have been 
on an extremely liberal scale during the past few years, so that we 
think our property can get along with less expenditures for main- 
tenance than have heretofore been made. The amount to be spent 
on betterments in 1908 will depend largely on financial conditions. 

—Vice-President. 

Our expenditures for maintenance and betterments during the 
last 10 years have been such that the property can be maintained 
at a minimum of expense. There will be no expenditures for extra- 
ordinary betterments. —President. 

Pacific. 

Our property being comparatively new, we could very easily 
get along for a year or so with less expenditure for maintenance 
if necessary. But we do not anticipate that this will be necessary. 
I have no doubt we will spend on extraordinary betterments in 
1908 as much as we did in 1907. —Vice-President. 

We have kept our track and equipment in first class condition 
and could, if necessary, considerably reduce maintenance expenses 
for a year or two. We do not expect to make any extraordinary 
betterments during 1908. —Vice-President. 

As for the last two or three years our expenditures for im- 
prevements and betterments have been on such a liberal scale we 
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can get along for some time without any extraordinary expenses, 
if necessary to do so. —General Manager. 
Canada. 

We do not expect to curtail any of our regular expenditures for 

mainienance of this property. —Vice-President. 
Mexico. 

Expenditures for maintenance for 1907 have been in view of 
putting road in first class condition for anticipated increase of 
business. —Superintendent. 

QUESTION 7.—How bO YOUR LABOR COSTS COMPARE WITH THOSE OF 
How bo COSTS OF MATERIALS COMPARE? 

Central West and Trunk Lines. 

The increase in wage schedules, plus the increase fer over- 
time rules that have had to be conceded, will run from 10 per cent. 
to 15 per cent. more than for the same period of last year, and the 
cost of materials will run from 10 per cent. to 25 per cent. more. 

—Vice-President. 


Labor costs are considerably higher than last December, and 


LAST DkrCEMBER? 


also materials. —President. 
An increase of about 5 per cent. in labor. Material about the 
—President. 


same as last year. 

There is as yet no decrease in current costs as compared with 
those of one year ago. —President. 

Labor and material costs, ds compared to a year ago, equal 
about 10 per cent. increase. —Ceneral Manager. 

There is no material change in the cost of labor or material 
as compared with last December. —President. 

Labor increased approximately 15 per cent., materials from 10 
per cent. to 25 per cent. —Vice-President. 

Our labor costs are about the same as a year ago—December, 
1906. The cost of material would average a trifle less than last 
December. —President. 

In a general way, I should say that our labor costs are per- 
haps 10 to 12 per cent. higher than they were a year ago, but in 
the materials which enter most prominently into railroad opera- 
tions the increase has been little, if any, during the past year. 

—President. 
East. 

Moderate concessions have been made to labor within the year, 
but not to the extent where less numbers of employees cannot re- 
ceive present wage and, on account of the betterments, perform 
December, 1906, work. —President. 

Labor with us is from 5 to 10 per cent. higher during Decem- 
ber, 1907, as compared with December, 1906. With the exception 
of lumber and coal, prices show a decided tendency towards a de- 
crease over December, 1906. —Vice-President. 

Our labor costs, compared with last year, show an increase 


of 10 per cent.; costs of materials show an increase of 15 per cent. 
—President. 


There has been an increase of 10 per cent. in the cost of labor 


and 10 to 15 per cent. in the cost of materials. 
—General Manager. 


South. 

In material about 10 per cent., and labor not over 5 per cent.; 
so far about 5 per cent. reduction in force. —President. 

Our labor cost compared with last December is probably 10 
per cent. higher. —President. 

We have reduced price of labor, particularly on track. Have 
not noticed any less prices on metal materials yet, but they will 
come down soon. —General Manager. 

The rate paid our labor is about 7 per cent. greater than last 


December. Cost of material about 12 per cent. more. 
—General Manager. 


—President. 
—Chairman of Board. 


Considerably greater. 
Both are larger. 
The cost of both labor and materials is higher than in Decem- 
1906. —General Manager. 


Labor about the same. 
purchase little. 


ber, 
Material only a little higher, but we 
—General Manager. 
Southwest. 
Cost of labor and material about 8 per cent. higher than last 
year. —Vice-President. 
Cost of labor is the same. 
less. 


Cost of material, about 10 per cent. 
—President. 


The cost of labor as compared with last December shows an 
increase of from 5 to 15 per cent.; the increased cost of material 
is even greater. —Vice-President. 


Labor costs as compared with December, 1906, show an increase 
of approximately 10 per cent. Costs of material show about the 








JANUARY 3, 1908. 


same ratio of advance, although I look for a reduction in the cost 
of materials and supplies, commencing the first of the year. 
—Vice-President. 

Labor and materials have advanced greatly since last December. 
I haven’t the figures at hand to give the per cent. of increase, but it 
is quite large. —Vice-President. 

West. 

There has been an increase of about 5 per cent. in the average 
wages of skilled labor since December, 1906. —President. 

Labor costs in all departments, except track labor—which is 
about the same as last December, are very much higher. Cosis of 
materials generally are higher, except lumber—which has recently 
been somewhat reduced. Rail and track trimmings unchanged. 

It is difficult to say what our labor costs are compared with 
those of last December, but there will be an increase of not less 
than 12 per cent. for the same amount of work. The cost of mate- 
rial has undergone a slight decline, but only in unimportant items. 
Steel and ties remain at the maximum prices. —President. 

Pacific. 

We are paying our skilled labor more this year than a year 
ago, but our unskilled labor a trifle less. Material, principally 
lumber, is less than last year. —Vice-President. 

Labor and material are as yet about the same as last year. 

—Vice-President. 

We cut the rate for ordinary labor used in track work in the 
middle of November about 25 per cent. Rates for other labor prac- 
ticaily the same as in December, 1906. 

Cost of material is a little in excess of what it was this time 
last year. —General Manager. 

Canada. 
Labor is 10 per cent. or 15 per cent. higher than last December. 
Material about the same. —Vice-President. 
Mexico. 
Labor is cheaper and more plentiful at present time. 
—Superintendent. 

QUESTION 8.—HAVE YOUR EARNINGS, FREIGHT OR PASSENGER, BEEN 
MATERIALLY REDUCED BY STATE LEGISLATION THIS YEAR, AND DO YOU 
EXPECT A REDUCTION IN 1908 ON THIS ACCOUNT? 


Central West and Trunk Lines. 

The only reduction that we have suffered by legislative enact- 
ment is the 2-cent passenger fare law in Ohio and Pennsylvania, 
and as our passenger traffic was extremely thin, there was really 
no net money in the 3 cent fare which formerly prevailed. This 
enactment simply increased our burden just this much, as it is 
absolutely impracticable for us to haul passengers at a profit over 
our lines under a rate of 2 cents per mile. —Vice-President. 

Our passenger earnings have been very much reduced on account 
of the 2-cent per mile passenger fare, which became effective Sept. 
28. As a large portion of our mileage runs through a sparsely set- 
tled district of Michigan, reduced rates will not increase the travel. 

—President. 

Earnings, both freight and passenger, have been materially re- 
duced by state legislation, and this undoubtedly will be reflected in 
the returns for 1908. —President. 

Yes. —President. 


There is a marked increase, over half a million, in taxes, and a 
consequent material reduction in net earnings. —President. 
Passenger and freight earnings have not been materially re- 
duced by state legislation, except that we believe the 2-cent law in 
Ohio, Indiana and Illinois has resulted in reducing our earnings, 
but with material growth in passenger business the loss has been 
largely overcome—this, we believe, not entirely due to cheaper fares. 
—General Manager. 
Our earnings on freight and passengers have been materially 
reduced by state legislation, and I anticipate a reduction in 1908 
on this account. —President. 
Slightly. Anticipate further reduction in 1908. 
—Vice-President. 
We do not expect that our earnings will be materially affected 
the coming year by any state legislation. —President. 
There is no question that our earnings have been reduced to 
some extent by state legislation during the year, but not to any 
such extent, proportionately, as our compensation for carrying the 
mails. In connection with the action of Congress, which resulted in 
decreasing our earnings by about 10 per cent., the Postmaster-General, 
on the day of adjournment of Congress, made a further reduction of 
about 15 per cent., so that the compensation for the carriage of mails 
within the last year has been cut about 25 per cent. 


—President. 
East. 
Earnings have not been affected by state legislation. 
—President. 


There has been no legislation in the states within which we 
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operate that will affect our rates, and we have no reason to expect that 
any legislation will be made during the coming year that will change 
present conditions. —President. 
Harnings have not been materially reduced by legislation and 
we do not anticipate any change in this respect. 
—Vice-President. 
Our passenger earnings have not been materially reduced by 
direct legislation, but indirectly we made some concessions which 
stopped some direct legislation which would have seriously affected 
us. We do not expect a reduction in 1908 on this account. 
—President. 
Earnings, freight or passenger, have not been reduced by state 
legislation during 1907. —General Manager. 
South. 
Greatly hurt. —President. 
By being a small line no direct reductions; only loss by indirect 
competition with large line reductions. —President. 
Our passenger earnings have been irregular in Georgia since the 
214-cent rate was put into effect, but there is no doubt, as shown by 
analysis, that we shall show not only reduced earnings, compared 
with last year, to say nothing of the normal increase which we have 
shown from year to year. —President. 
Our earnings of both passenger and freight have been materially 
reduced by state legislation this year, and there will be the same 
conditions in 1908, as the new laws of Alabama and Georgia reduce 
freight rates. —General Manager. 
Our earnings have been materially reduced by state legislation 
this year. We do not expect a reduction in 1908 on this account; at 
least we hope that such will not be the case. 
—General Manager. 
—President. 


Yes. 
Too soon to tell. State legislation has only affected passenger 
rates. —Chairman of Board. 


We are operating 85 miles of road in West Virginia through the 
mountains in a district where a traveler would formerly gladly pay 
from 25 to 50 cents per mile if he could escape going that way. Our 
railroad, built at an average cost of $100,000 per mile and dependent 
entirely upon a sparse local business is only allowed to charge 2 
cents per mile. —General Manager. 

There has been no legislation to reduce either passenger or 
freight rates during 1907, but our passenger fares have been reduced 
one-eighth by the State Corporation Commission, which is much 
less than the general reduction in this state. 

—General Manager. 

The Georgia Railroad Commission has treated these small roads 
very leniently. Earnings have not suffered therefrom, and it is not 
thought they will in 1908. —General Manager. 

Southwest. 

There has been reduction in passenger earnings from 3 to 2 
cents in Oklahoma and some slight reduction in Texas, due to Rail- 
road Commission order, and considerable reduction in New Mexico, 
due to interstate rulings. —Vice-President. 

Freight and passenger earnings have been materially reduced 
this year, but I cannot say that it was wholly due to legislation. We 
hope for better things in 1908. —President. 

Our freight and passenger earnings have not been materially 
affected by state legislation this year. The 2-cent passenger rate bill 
before the last Texas legislature was defeated, and our legislature 
only convenes biennially. Therefore, we are not looking for any 
material change, brought about by state legislation or by further 
reduction in freight rates by the Railroad Commission, during the 
year 1908. —Vice-President. 


Earnings, both freight and passenger, have been materially re- 
duced by state legislation, and the year 1908 will undoubtedly show 
still further reductions, although it is only fair to say that many of 
the reductions made during 1907 did not become effective until the 
year was half gone. —Vice-President. 


Our gross earnings have not been reduced by state legislation 
during this year, nor do I expect a reduction from that cause during 
1908, but our expenses are being largely increased by acts of the 
thirtieth Texas legislature. —Vice-President. 

West. 

Earnings, both freight and passenger, have been materially re- 
duced by state legislation, and a similar reduction will continue in 
the future. This reduction has been offset to a large extent 
the past year by exceedingly favorable business conditions generally; 


hence the reduction will be relatively of more moment in 1908 than 
in 1907. —President. 


Earnings, both freight and passenger, have been materially re- 
duced by the action of state legislatures and commissions, and as 
these laws will be operative through 1908 the reduction for that 


year will be greater fhan in 1907, as they were operative only a 
part of the year. —Vice-President. 
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Our passenger earnings have undergone a serious reduction by 
state legislation, and efforts are being made by several state commis- 
sions to make reductions in freight rates. —President. 

Pacific. 

I do not believe our earnings, either freight or passenger, have 
been materially reduced by state legislation this year; nor do I an- 
ticipate any reduction from that cause the coming year. 

—Vice-President. 

Our freight and passenger earnings have not been reduced by 
state legislation. —Vice-President. 

Do not think freight or passenger earnings will be affected to 
any great extent by state legislation this year. 

—General Manager. 

No material reduction that we can point to as the result of state 
legislation. —Vice-President. 

QUESTION 9.—HOW MUCH HIGHER WILL YOUR TAXES BE IN 1908 
THAN THEY WERE IN 1907? 

Central West and Trunk Lines. 

We could only approximate what the increase in taxes might be. 
There is a movement on foot, however, to force the railroads of this 
section to pay considerably higher taxes, but just what it will 
amount to we cannot foretell. —Vice-President. 

Do not anticipate any increase in taxes. —President. 

In hope there will be no material increase. —President. 

Our taxes will be about the same as 1907. Our valuation for 
taxation purposes was increased during the years 1905 and 1906 
39 per cent. —President. 

It is impossible to forecast what the legislatures now conven- 
ing in the several states may do in the way of further unfavorable 
corporate legislation. The impression is gaining ground that they 
will do less in the way of further oppression of railroad corporations 
this session than last. —President. 

Taxes have increased about 344 per cent. on our gross earnings 
the past year. —General Manager. 

Our taxes will be, approximately, $80,000 higher in 1908 than 
they were in 1907. —President. 

Uncertain. —Vice-President. 

About the same. —President. 
East. 

This year’s taxes will not appreciably differ from those of last 
year. —President. 

Railroad taxes in the states in which we operate are levied 
under laws which have not been changed, and I do not, therefore, 
anticipate any material increase in the total of our taxes during the 
coming year. —President. 

Our taxes were increased during the year ended June 30, 1907, 
and show an increase of 92.25 per cent. over year ended June 30, 1906. 
We expect a slight increase for year ending June 30, 1908. 

—Vice-President. 

Our taxes in 1908 will be 15 per cent. higher than they were in 
1907. —President. 

Taxes in 1908 will be the same as they were in 1907. 

—General Manager. 
South. 

Do not look for any change. Increase of 1907 over 1906 about 
20 per cent. —President. 

Our taxes in 1908 will probably be $125,000 in excess of 1907. 

—President. 

We have not yet had any intimation regarding taxes that will be 
in 1908, but suppose that they will be again raised. 

—General Manager. 

Our taxes will be about 10 per cent. higher for 1908 than they 
were in 1907. —General Manager. 


Ten per cent. higher. —President. 

A little higher; not a great deal. 

—Chairman of the Board. 

Taxes for 1908 will depend upon the assessments to be made by 
the State Corporation Commission on the first of September next and 
the county and municipal rates of taxation for 1908, but we do not 
anticipate any material increase in the taxes over those just paid 
for 1907. —General Manager. 

There are no new bases of assessment in either of our states 
that will increase our taxes in 1908. Our gross taxes will be mate- 
rially increased in that year by the creation of additional property 
in the new lines. —Vice-President. 

About the same. —General Manager. 

Southwest. 

It is impossible to estimate the taxes exactly in 1908, but we ex- 
pect them to be about 5 to 8 per cent. higher than in 1907. 
—Vice-President. 

—President. 


Should be about the same. 
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The new tax bills passed by the last Texas legislature increased 
our taxes about $150,000 for the year 1907. We do not expect an in- 
crease in the year 1908. —Vice-President. 

I look for an increase in taxes. The tendency for some years 
past has been toward a gradual increase, both in the assessed valua- 
tion and the rate of taxation. —Vice-President. 

Our taxes in 1908 will be nearly double the amount paid in 1907. 

—Vice-President. 
West. 

Taxes in 1908 will probably be higher than in 1907. The tend- 
ency is universal to increase taxes, and every month of the present 
fiscal year is showing a large increase over the corresponding month 
of last year, the average being about 40 per cent. 

In some states we are still being taxed on the basis of gross 
earnings, and as it is impossible to state to what extent our gross 
earnings will be reduced we cannot give an intelligent estimate of 
the total of the taxes for 1908 as compared with 1907. 

—President. 
Pacific. 

Somewhat higher. —Vice-President. 

About double what tney were in 1907. —Vice-President. 

We estimate that our taxes for 1908 will exceed those for 1907 
to the extent of about $50,000. —General Manager. 


Canada. 

Taxes about the same as last year. 

QUESTION 10.—IS LOCAL POPULAR FEELING IN YOUR TERRITORY AS 
MUCH OR MORE ANTI-RAILROAD AND ANTI-CORPORATION THAN IT WAS 
LAST DECEMBER? Do yYOU SEE ANY SIGNS OF REACTION TOWARD A 
KINDLIER FEELING ? 

Central West and Trunk Lines. 

Local popular feeling seems to be undergoing a change in our 
territory, as the inability of the railroads to go ahead with their 
improvements, because of lack of money, has had a reflex action 
upon the industries served by these roads, many of which have 
been compelled to close down, forcing large numbers of workmen 
out of employment, and the people are beginning to ask them- 
selves whether the railroads and other large corporations really 
deserve the extreme punishment that has been inflicted upon them 
during recent years. —Vice-President. 

I believe it is the consensus of opinion locally that anti-rail- 
road legislation has probably gone a little too far. We have no 
session of the legisiature this coming winter. —President. 

I do not think the local popular feeling against the railroads 
is as great now as it was last December. —President. 

No let up as yet. —President. 

Local popular feeling on line of road seems less antagonistic 
than a year ago, but railroad commissioners in all states are exer- 
cising very inquisitive jurisdiction over the railroads, making it 
more expensive on that account to operate. 

—General Manager: 

The local popular feeling in this territory is not as much anti- 
railroad or anti-corporation as it was last December. I see decided 
signs of reaction toward kinder feeling. —President. 

Can see but little change. —Vice-President. 

The local popular feeling in this territory does not seem to be 
as strongly anti-railroad or anti-corporation as it has been pre- 
viously. —President. 

I am somewhat inclined to believe that there is a more kindly 
popular feeling manifesting itself in our territory, or perhaps it 
would be better to say a less bitter feeling, than existed a year 
ago, and this is evidenced to a large extent by the tendency on the 
part of the local press to give the railroads an opportunity to be 
heard in various questions that arise. I believe this feeling will 
continue to grow, but its growth must depend very largely upon 
the different railroad managements, and the attitude which they 
assume in meeting and consulting more than they have heretofore 
done with the ieaders of public opinion in the various communities. 


—Vice-President. 


—President, 
East. 
Popular feeling in our territory never was so cordially kind 
toward us. —President, 


There has not been in this section as much local popular feel- 
ing against railroads and other corporations as in other parts of the 
country, although there has been more of this feeling than was 
pleasant to encounter. I think, however, there is a slight improve- 
ment in this particular. —President. 

Local popular feeling in our territory seems to be more kindly 
than in the past. —Vice-President. 

We think the local popular feeling in our territory is more 
kindly than it was a year ago, taking all things into consideration. 

—President, 


The anti-railroad and anti,corporation feeling in this territory 
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Do not see any signs 
—General Manager. 


is about the same as it was last December. 
of reaction toward a kindlier feeling. 
South. 

Prejudice subsiding to some extent. —President. 

There is every indication of a large change in public sentiment 
with reference to the railroad question in this territory. The 
general impression seems to be that measures against railroads 
have been too drastic and have been pushed too far. 

—President. 

The local popular feeling here is not as much averse to rail- 
roads and corporations as it was a year ago. I believe the people 
see that mistakes have been made by the legislatures and that it 
will have the effect of lessening this prejudice in another year. 

—General Manager. 

The local feeling in our territory is much less of an anti- 
railroad and anti-corporation character than it was last December. 
There are also signs of a reaction. —General Manager. 

Feeling is more kindly. —President. 

The feeling is better. —President. 

Popular feeling has become more anti-railroad during the past 
year, and there are no material signs of a reaction as yet. 

—General Manager. 
The pendency of litigation in the rate cases in North Carolina 
must necessarily curb any immediate further radical tendency. 
—Vice-President. 
The feeling, never very bad in this section, is now better. 
—General Manager. 
Southwest. 

We think we can see a revulsion of feeling in our territory 
and a kindlier feeling toward railroads and corporations than 
last year, at least among business men. A great many business 
men are beginning to see that their interests are very closely linked 
with the prosperity of railroads. In evidence of this is the action 
of the lumber men and grain men in Texas, in making an effort 
to reduce the severity of reciprocal demurrage rules proposed by 
legislation and the Texas Commission. There is not much of a 
change in Oklahoma, although political conditions there have abso- 
lutely tied up further construction, and it is expected the feeling 
will change there. —Vice-President. 

We feel that there has been a slight reaction in regard to the 
kindlier feeling. —President, 

We feel that the popular feeling in our territory is gradually 
becoming more conservative toward railroad and other corpora- 
tions, and that the bitter feeling that has been worked up against 
all corporations has now passed the “high-water mark,’ and we 
can see signs of reaction. In our opinion, the kindlier feeling is 
gradually developing. —Vice-President. 

There is a tendency toward a kindlier feeling on the part of 
the public in regard to corporations, largely due to the present 
financial conditions. The fact that the government, national and 
state, have been making war on corporations, has caused a general 
fear of panic, and thinking people to stop and reason. If the 
practically universal onslaught by the various state legislatures 
and candidates for office continues against railroad corporations, it 
will undoubtedly eventually apply to all property interests. The 
heavy fine against the Standard Oil Company, and the various suits 
brought by the attorneys-general of the many states against the 
different corporations, under the various anti-trust laws, has caused 
some reaction in feeling, and the people to see the effects of political 
agitation. —Vice-President. 

I think popular feeling in our territory is not quite so radical 
against corporations as it was a year ago, and I think I see 
decided signs of reaction; in other words, we are not ‘held up” 
quite so often as we were a year ago, except by men who handle 
live stock, who continue to handle the railroads through the courts 
in such a way as to make the business unremunerative, regardless 
of the market. In former years shippers of live stock were appar- 
ently satisfied if they secured from the railroads, in the way of 
claims, an amount to cover the freight charges, but at the present 
time they are exacting not only a rebate of the charges, but in a 
good many instances demand payment to almost the full value of 
the animals being handled. —Vice-President, 

West. 

There has been a marked recession of the anti-railroad disposi- 
tion in the territory served by this company. While it still exists 
in many quarters, we believe the majority of the communities 
served by our lines believe that anti-railroad legislation has gone 
too far already, and no encouragement will be given a continuance 
of the legislative policy which has been so marked the past two 
years. —President. 


I think I see some signs on the part of thinking men in some 
of the states through which we pass of a kindlier feeling toward 
the corporations, and a query as to whether persecution has not 
been carried to excess—but it has not reached the state officials. 


THE RAILROAD GAZETTE. 





23 


They still seem to feel that their political future depends on 
harassing the railroads in every possible way. 
—President. 

We think local popular feeling in our territory is decidedly 
less hostile than it was last December. We believe the people gen- 
erally, and the press in some cases, are realizing that the railroad 
corporations have been seriously crippled by the action of the poli- 
ticians during the past year. The people are beginning to realize 
that the coal famines, congestion of freight and impossibility to 
provide empties, questions that were so acute last winter, were not 
due to the “pure cussedness” of railroad officers but largely to con- 
ditions over which they had no control; in other words, they are 
being educated and are beginning to understand the situation. 

—Vice-President. 
Pacific. 

‘I do not believe that the popular feeling in our territory 
against railroads and other corporations is as strong this year as a 
year ago. I believe the tendency is toward a kindlier feeling on 
the part of the public. —Vice-President. 

Local popular feeling toward corporations about the same as 
heretofore. The only agitation against railroads in this section 
of the country is on the part of lumber shippers, whose rates to 
the east have recently been increased. —Vice-President, 

There is quite a strong anti-railroad feeling in this section 
at the present time, but I do not think it is as strong as it was 
a year ago, for the reason that this feeling culminated to a certain 
extent in the appointment of railroad commissions in both Oregon 
and Washington at the last legislatures. 
—General Manager. 
Canada. 


Have not noted any particular change. 
QUESTION 11.—IF THERE ARE NEW STATE ELECTIONS IN YOUR TERRI- 
TORY THIS YEAR, DO YOU ANTICIPATE THAT THE SUCCESSFUL CANDI- 
DATES WILL BE MORE OR LESS RADICAL THAN THE LAST CROP? 
Central West and Trunk Lines. 

In the present state of the public mind, it is difficult to 
anticipate whether successful candidates will be more radical than 
formerly, as it will depend entirely on whether the people wish to 
continue the present agitation against corporate interests. 

—Vice-President. 

I do not think in the case of new elections that the successful 

candidates will be as radical as they have been in the past. 
—President. 

Nothing apparent to hope for. —Vice-President, 

There were no new state officers of any prominence elected in 
this state this year. We expect, in the coming election, candidates 
of less radical nature will be more successful. 


—Vice-President. 


—President. 
East. 

The railroads have not been made, to any grea. extent, a polit- 
ical issue in this section, and I therefore anticipate no troubles 
from that source. —President. 

In New York, state elections, we think, have resulted in a less 
radical crop of office holders than last year. In New Jersey, pos- 
sibly more radical, however, than a year ago. 

—Vice-President. 

While there are no new state elections in our territory this 
year, we are of the opinion that if there were the successful candi- 
dates would not be as radical as the last ones elected. 

—President. 
South. 

New candidates will be more conservative. —President. 

I believe the people in the southern states, in which we are 
interested, will be glad to put into office within another year men 
who are less radical about corporations, for a large portion of 
the public see now that the stringent laws recently enacted are 
injuring the development of these states. 

—General Manager. 

Less radical. —President. 

About the same. —Chairman of Board. 

So long as the popular sentiment is against railroads and other 
corporations, there is little doubt that the successful candidates 
will be those that avail of it to the best advantage. 

—General Manager. 

It is considered that the anti-railroad feeling has run its course 

in this section. —General Manager. 
Southwest. 

Candidates for election are apparently of the radical sort, but 
while apparently none of them has abandoned the motto of “Death 
to Corporations,” some of them have received pretty strong hints 
that may cause them to modify their propositions; even the Farm- 
ers’ Union has refused to accept the dictates of several prominent 
candidates. —Vice-President. 
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Our next state election will be held in November, 1908, and 
there will be no change in our state officials until January, 1909. 
It is probable that the present state officials will be re-elected. 

¢ —Vice-President. 

All the states touched by our rails will have elections during 
1908. It is rather difficult to say what the successful candidates 
will stand for, although we look for no improvement in the aspect 
of the state legislatures, for the reason that the political situation 
in most of the states is controlled by the demagogue politicians. 

—Vice-President. 

Texas elects a Governor next year, and it goes without saying 
that it will re-elect the same malignant demagogue that now fills 
that position. No crime could be committed by a Governor in 
Texas that would prevent his re-election to a second term, unless 
he should turn his coat entirely wrong side out and make a display 
of decency and business ability in handling the legislature in 
matters where corporations are concerned. 

—Vice-President. 
West. 

I do not think new state elections would be effective, or that 
there will be any radical changes in the attitude of the successful 
candidates unless and until a reaction more apparent takes place 
among the voters. —President. 

We hope the successful candidates will be fairly representative 
of popular feeling, which is distinctly less hostile than a year ago. 

—Vice-President. 


QUESTION 12.—WHAT IS YOUR ESTIMATE OF THE FIRST YEAR’S 
WORK OF THE INTERSTATE COMMERCE COMMISSION UNDER THE NEW 
LAWS? 


Central West and Trunk Lines. 


Most of the work performed by the Interstate Commerce Com- 
mission since the new law went into effect would be unobjectionable 
to the railroads of the country, as the roads generally have been 
honestly and squarely conducted, and have nothing to conceal. 
Some burdens have been added in the methods of accounting, which 
do not seem to me to be justified, but these matters will all be 
threshed out and the roads will adjust themselves to the new con- 
ditions in due time. No doubt much good will result from the 
work of this commission. The work of the Interstate Commerce 
Commission can hardly be attributed as the cause of the lack of 
confidence on the part of the people in this country and abroad 
in the stability of the railroads and other large corporations, 
because the railroads can unquestionably adjust themselves to the 
rules and regulations laid down by the Commission, the members 
of which and their assistants seem to be thoroughly fair men, but 
the continued agitation reflected from the National Capitol back 
to the state and municipal corporations has prompted the enactment 
of very stringent and arbitrary local laws that have injuriously 
affected the earning capacity of the roads. It could hardly be 
fairly said that any action on the part of the Interstate Commerce 
Commission has caused the lack of confidence in the stability of 
the railroads of the country which has prompted the monied people 
to tighten up on their “purse strings,” thereby retarding the devel- 
opment of the railroad facilities. It would probably be more nearly 
correct to assume that the holding up to public odium of the 
prominent railroad men of the country and generally advertising 
all over the world some of their shortcomings, ignoring entirely 
any of the good things which they have accomplished, has made 
the people of this country and abroad believe that our railroad 
system is all wrong and that we are, as a class, a lot of highway- 
men, when as a matter of fact there is less return on capital 
invested in railroads in this country to-day than in any other 
industry, and it is also probably fair to assume that an examination 
of the history of the railroad men in this country will compare 
favorably from the standpoint of honor, integrity and stability 
with any other class of business men. —Vice-President. 

It would take too much time to answer intelligently this ques- 
tion. Generally speaking, the Commission has not been able to do 
much during the past year. Of course, whatever has been done is 
in the direction of reducing our rates, but it is safe to say that it has 
been conservative so far. —President. 

I think the Commission’s work has been good. 

—President. 

Our estimate of the first year’s work of the Interstate Commerce 
Commission, under the new laws, is that the Commission is getting 
experience and knowledge, and until it gets down to a working basis 
we cannot tel! to what extent it may affect us. We look for some 
relief from Congress in the enactment of a pooling law, under 
supervision of the Interstate Commerce Commission, which will help 
earnings in competitive territory. —General Manager. 


We feel the Commission’s work in the main has an educational 
result that will work to the ultimate advantage of both the public 
and the railroads, bringing more conservative legislation, more lib- 
eral consideration by the public and a more strict regard by the rail- 
roads of their public duties. 


—Vice-President. 
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We do not feel competent to answer this question at the present 
time with the information we have before us. —President. 

The work of the Interstate Commerce Commission during the 
past year under the new laws has, I think, been about what might 
have reasonably been expected. The system of accounting which 
they have prescribed is, in the main, excellent, and in most respects 
a very able classification. Unfortunately, it was adopted without 
consultation with or consideration by the actual executive and re- 
sponsible officers of the railroads. It should be noted, I think, in 
this connection, that it is the determination on the part of the Fed- 
eral Government to enforce the law rather than the actual law itself, 
which has brought about the principal improvement in the situation. 
Every indictment so far found against a railroad company or a Ccor- 
poration has been under the old Interstate Commerce Act and the 
Elkins amendment. One important factor of the new law has been 
the operation of the thirty-day clause. This, in connection with the 
great cost of the tariffs, has made changes in the tariff much less 
frequent, and it is evident that tariffs are, as a rule, becoming more 
and more inflexible. In connection with this feature there are some 
advantages, but at the same time there are also some marked dis- 
advantages. In other words, there is a good deal to be said on both 
sides of the question. —President. 

East. 

We are not able to pass judgment upon the year’s general work 
of the Interstate Commerce Commission under the new laws. In 
such matters as we must study and as are brought to our notice dif- 
ferences of interpretation arise and are confusing. Arbitrary de- 
crees, even if strained, are sometimes better than doubt. The public 
has, notoriously, been unreasonable in clamor against the physical 
operation of railroads. It has not been allowed to, even if it would, 
regard that as distinct from manipulation. The physical operation 
of railroads is a serious problem. For the best results to the people 
it requires toleration and moderation by the people. It has been of 
little use for those wrestling with the railroad side of the problem 
to so state. There has appeared to be no one representing all the 
people to state it. The present demonstration may, in the big plan, 
have its uses. —President. 

We are hardly in position to give you any intelligent expres- 
sions of the first year’s work of the Interstate Commerce Commission 
under the new laws. From our standpoint it is too soon to judge. 

—Vice-President. 

I think we are in the same position as other railroads, in that 
we have been so busy compiling reports and giving information to’ 
the Interstate Commerce Commission, and the state commissions 
that we have not had time to conclude whether the first year’s work 
is beneficial or otherwise. So far we might say that we have not 
been affected. —President. 

Have not as yet formed an opinion in regard to work of IJnter- 
state Commerce Commission under new laws. 

—General Manager. 

The first year’s time of the Interstate Commerce Commission 
has been so largely devoted to determining its forms of procedure, 
and in interpreting the new provisions of the Interstate Commerce 
law, that nothing seems yet to have been done disastrously affecting 
any of the interests involved. —President. 


South. 

You can judge the effect in reductions and value of stocks and 
bonds, which shows the effect of the rate making power. The 
States, however, do more harm than the National body, but the 
inspiration was given them by Roosevelt and Congress. 

—President. 

Without attempting to say anything in detail with reference 
to the first year’s work of the Interstate Commerce Commission, 
I have been impressed with the conservatism of this Commission, 
and of all the powers designated to deal with the railroads, the 
Interstate Commerce Commission seems to have manifested a more 
just and liberal spirit than any of the others. —President. 

The Interstate Commerce Commission has performed a good 
work but makes the mistake of criticizing all railroads by the acts 
of a few of them. —General Manager. 

The first year’s work of the Interstate Commerce Commission 
seems to have been fairly good. —General Manager. 

It is preliminary to finally reaching good results. 

—General Manager. 

The new Interstate Commerce law chiefly affected us in the 
curtailment of passes, greater stability of rates, increased clerical 
cost and impairment of net earnings to extent of the charges for 
depreciation of equipment. —Vice-President. 

Decidedly good as seen from the purview of these small roads. 

—General Manager. 


Southwest. 


I have not been able to decide whether the first year’s work 
of the Interstate Commerce Commission has resulted in benefit or 
injury. I feel they have reduced some rates too low, but from their 
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own viewpoint I believe they have intended to be absolutely fair, 
but some of their rulings appear to be ill-advised, from a railroad 
point of view. —Vice-President. 

It will be some time before an intelligent reply can be made to 
this question. —President. 

As far as this company is concerned, we believe, as a whole, 
the new law has been beneficial to this company. 
: —Vice-President. 

The work of the Interstate Commerce Commission this year 
would indicate a disposition on their part to treat fairly with the 
railroads, and we have no criticism to make. 

—Vice-President. 
West. 

We have faith in the integrity and intelligence of the Inter- 
state Commerce Commission, and believe that its work the past year 
has been very beneficial in preventing destructive forces achieving 
the results which might otherwise have been accomplished. Con- 
structive action on the part of the Commission will doubtless follow 
in due course, and from such action we believe the railroads will 
derive a fair portion of benefit as compared with the public. 

—President. 

We think the railroads have very little to complain of from the 
first year’s work of the Interstate Commerce Commission under 
the new laws. The Commissioners have shown a spirit of fairness 
that has been very encouraging and reassuring, and we think 
through their instrumentality and decisions of controversies the 
public will be educated and harmonious relations will be promoted. 

—Vice-President. 

In general I think the Interstate Commerce Commission is to 
be congratulated upon the way it has started out. I believe it is 
making a sincere effort to divest itself of prejudice and to be a 
judicial body as it always should have been. —President. 

Pacific. 

I am not prepared to give an estimate of the first year’s work 
of the Interstate Commerce Commission under the new laws. I 
believe it is an intelligent body of men and aims to do right by 
both corporations and the public. But at the same time it has an 
enormous task before it and I do not believe any estimate could 
be made on its work at this time. —Vice-President. 








Important Changes in Railroad Officers in 1907. 





The following list of official changes during the past year while 
not complete is intended to show the more important executive ap- 
pointments by the larger railroads. Some appointments which re- 
flect changes of ownership are also included. Similar lists were 
published in the Railroad Gazeite of December 29, 1905, and Decem- 
ber 28, 1906. 

Astoria & Columbia River. 
April—C. M. Levey, Third Vice-President of the Northern Pacific 
and President of the Portland & Seattle, elected 
President. 
Allantic, Birmingham €& Atlantic. 

April—J. R. Rowland, Traffic Manager of the Brunswick Steam- 
ship Co., appointed Traffic Manager. 

October—H. M. Atkinson, President, appointed also General 
Manager, succeeding to some of the duties of G. 
D. Wadley, Second Vice-President in charge of 
construction. 

Baltimore & Ohio Southwestern. 

January—C. C. F. Bent, General Superintendent of the Balti- 
more & Ohio, appointed General Manager of the 
Baltimore & Ohio Southwestern. 

Bangor & Aroosiook. 

October—O. Stewart, 
Equipment, 
service. 

Boston & Albany. 

October—A. H. Smith, Vice-President and General Manager of 
the New York Central & Hudson River, appointed 
also Vice-President and General Manager of the 
Boston & Albany. 

—J. H. Hustis, General Superintendent of the Western 
division of the New York Central & Hudson 
River, appointed Assistant General Manager. 

—R. D. Smith, Mechanical Expert of the Lake Shore & 
Michigan Southern, appointed Assistant Superin- 
tendent of Motive Power in special charge of the 
Boston & Albany. 


Superintendent of Motive Power and 
retired after 60 years of railroad 


Boston & Maine. 

January—Henry Bartlett, Superintendent of Motive Power, ap- 
pointed General Superintendent of the Mechan- 
ical Department. : 

Buffalo & Susquehanna. 

May—Charles W. Goodyear, First Vice-President, elected Presi- 

dent, succeeding F. H. Goodyear, deceased. 
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—A. C. Goodyear elected First Vice-President. 
Buffalo, Rochester & Pittsburgh. 
July—R. W. Davis, General Freight Agent, appointed Freight 
Traffic Manager. 
November—E. F. Robinson, Assistant Engineer of Track, ap- 
pointed Chief Engineer. 
Canadian Northern. 


July—M. H. McLeod, Chief Engineer, appointed General 
Manager. 
Canada, 
March—H. R. Emmerson, Minister of Railways and Canals, re- 
signed. 


September—George P. Graham appointed Minister of Railways 

and Canals. 
Canadian Pacific. 

February—G. J. Bury, General Superintendent, appointed As- 
sistant General Manager of Western Lines in 
charge of maintenance and operation. 

March—J. E. Schwitzer, Principal Assistant Engineer, appointed 
Assistant Chief Engineer, with headquarters at 
Winnipeg. 

Chicago & Alton. 

October—Edwin Hawley, President of the Minneapolis & St. 
Louis and the Iowa Central, elected Vice-Presi- 
dent of the Chicago & Alton. 

—T. H. Hubbard, Vice-President of the Toledo, St. Louis 
& Western, elected Chairman of the Board of the 
Chicago & Alton. The various departments of 
the Toledo, St. Louis & Western and the Chicago 
& Alton combined in this and succeeding months. 


December—Theodore P. Shonts, President of the Toledo, St. 
Louis &. Western, elected also President of the 
Chicago & Alton. 
—George H. Ross, Second Vice-President and General 
Traffic Manager of the Toledo, St. Louis & West- 
ern, elected also Vice-President of the Chicago & 
Alton. 

7. L. Ross, General Freight and Passenger Agent 
of the T., St. L. & W., appointed General Traffic 
Manager of the Toledo, St. Louis & Western and 
the Chicago & Alton. 

Central Vermont. 

November—William Kennedy, Master Mechanic of the Grand 
Trunk at Toronto, appointed Superintendent of 
Motive Power of the Central Vermont, succeeding 
Archibald Buchanan, Jr., now Chief of the Bureau 
of Inspection of the New York Public Service 
Commission, Second district. 

Chesapeake €& Ohio. 

May—H. T. Wickham, General Solicitor, 
Counsel. 

—H. W. Fuller, General Passenger Agent, appointed Pas- 
senger Traffic Manager. 

Chicago & North-Western. 

January—S. M. Braden, Superintendent at Chicago, appointed 
General Superintendent of the Lines West of the 
Missouri river. 

Chicago, Burlington & Quincy. 

October—Frank E. Ward, General Manager of the Great North- 
ern, appointed General Manager of the Burling- 
ton Lines East of the Missouri river, succeeding 
J. M. Gruber, appointed General Manager of the 
Great Northern. 

Chicago Great Western. 

December—Otto Cornelison, Superintendent of Transportation, 
appointed General Superintendent. 

Chicago, Milwaukee & St. Paul. 

January—E. S. Keeley, General Freight Agent, 

Freight Traffic Manager. 

Earling, Assistant General Superintendent, ap- 

pointed General Superintendent of Western lines, 

including the Pacific extension, with headquar- 
ters at Butte, Mont. 

Chicago, Rock Island & Pacific. 

March—W. S. Tinsman, General Superintendent of the South- 
western district, appointed Assistant General 
Manager. 

—W. J. Tollerton, Superintendent of Motive Power at 
Topeka, appointed Assistant General Superin- 
tendent of Motive Power. 

May—E. L. Pollock, Purchasing Agent of the New York, New 
Haven & Hartford, elected Vice-President in 
charge of purchases of the Chicago, Rock Island 
& Pacific, the St. Louis & San Francisco, the Chi- 
cago & Eastern Illinois and the Evansville & 
Terre Haute. 

Chicago, St. Paul, Minneapolis 4 Omaha. 

October—W. A. Gardner, Vice-President of the Chicago & North- 


appointed General 


appointed 


June—H. B. 
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Western, elected President, succeeding Marvin 
Hughitt, now Chairman of the Executive Com- 
mittee. 

Cincinnati, New Orleans & Texas Pacific. 

January—G. P. Biles, General Freight Agent, appointed Freight 
Traffic Manager of the Cincinnati, New Orleans 
& Texas Pacific and the Alabama Great Southern. 
Powell, Vice-President of the Southern Railway, 
elected also Vice-President of the Cincinnati, New 
Orleans & Texas Pacific and the Alabama Great 
Southern, in charge of the operating and purchas- 
ing departments. 

October—W. S. Andrews, Assistant to the General Manager, ap- 
pointed General Superintendent of Transportation 
of the Cincinnati, New Orleans & Texas Pacific. 

Colorado & Southern. 

April—J. D. Welsh, Superintendent, appointed General Super- 
intendent in charge of transportation, motive 
power and maintenance of way, succeeding J. H. 
Young, General Manager, resigned. 

Colorado Southern, New Orleans & Pacific. 

February—A. J. Davidson, President of the St. Louis & San 
Francisco, elected also President of the Colorado 
Southern, New Orleans & Pacific. 

September—J. H. Elliott, General Superintendent of the Third 
district of the St. Louis & San Francisco, elected 
Vice-President and General Manager of the Colo- 
rado Southern, New Orleans & Pacific. 

Corvallis € Eastern. 

January—J. P. O’Brien, Vice-President and General Manager of 
the Oregon Railroad & Navigation, elected also 
President oi the Corvallis & Eastern. 


Delaware & Hudson. 

February—W. J. Mullen, Assistant to the Second Vice-Presi- 
dent, appointed General Traffic Manager. 

April—L. F. Loree, Chairman of the Executive Committee of the 
Kansas City Southern, elected also President of 
the Delaware & Hudson, succeeding David Will- 
cox, deceased. 

May—C. S. Sims, Assistant to the President of the Erie, ap- 
pointed General Manager. 

June—C. S. Sims, General Manager, elected Second Vice-Presi- 
dent and General Manager, succeeding Abel I. 
Culver, resigned. 

October—W. H. Williams, Assistant to the President, elected 
Third Vice-President. 

Denver & Rio Grande. 

May—wW. S. Martin, General Manager of the Mexican Interna- 
tional, appointed Assistant General Manager of 
the Denver & Rio Grande. 

Detroit River Tunnel. 

November—W. J. Wilgus, who resigned in October as Vice-Presi- 
dent in Charge of Engineering of the New York 
Central & Hudson River, appointed Consulting 
Engineer of the Detroit River Tunnel Company. 


Detroit, Toledo & Ironton. 
November—George K. Lowell, General Manager, elected Vice- 
President of the Ann Arbor and the Detroit, 
Toledo & Ironton. 
Ei Paso & Southwestern. 
April—George F. Hawks, General Superintendent of the Houston 
& Texas Central, the Houston East & West Texas 
and the Houston & Shreveport, appointed General 
Superintendent of the El Paso & Southwestern. 


August—T. C. 


Erie. 

January—D. W. Cooke, Assistant General Traffic Manager, with 
headquarters at New York, appointed General 
Traffic Manager, with headquarters at Chicago. 
Rumney, Assistant Mechanical Superintendent, 
appointed Mechanical Superintendent, succeeding 
George W. Wildin, who went to the Lehigh Valley 
as Assistant Superintendent of Motive Power. 
W. J. Harahan, Vice-President of the Illinois Central, ap- 

pointed Assistant to the President of the Brie, 
succeeding C. S. Sims, now Second Vice-President 
of the Delaware & Hudson. 

October—T. Rumney, Mechanical Superintendent, appointed 

General Mechanical Superintendent, succeeding E. 
A. Williams, resigned several months previous. 
Grand Rapids & Indiana. 
January—Joseph Wood, First Vice-President of the Pennsylvania 
Lines West, elected President, succeeding James 
McCrea. 


February—T. 





June 


Grand Trunk. 
April—W. G. Brownlee, Superintendent of the Middle division, 
appointed General Transportation Manager, suc- 
ceeding to some of the duties of F. H. McGuigan, 
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resigned to go to the Great. Northern as First 
Vice-President. 

July—William Wainwright, General Assistant and Comptroller, 
elected Fourth Vice-President, succeeding F. H. 
McGuigan. 

—Joseph Hobson, Chief Engineer, appointed Consulting 
Engineer. 

—Howard G. Kelly, Chief Engineer of the Iowa Central and 
the Minneapolis & St. Louis, appointed Chief 
Engineer. 

October—D. Crombie, Master of Transportation, appointed As- 
sistant to the General Transportation Manager. 

Grand Trunk Pacific. 

April—O. O. Winter, Superintendent of Terminals of the Cana- 
dian Pacific at Fort William, appointed General 
Superintendent of the Grand. Trunk Pacific. 

October—John W. Loud, Freight Traffic Manager of the Grand 
Trunk, appointed also Freight Traffic Manager of 
the Grand Trunk Pacific. 

Great Northern. 

March—H. A. Kennedy, Assistant General Superintendent at 
Spokane, appointed Assistant General Manager, 
in charge of Western lines. 

—F. H. McGuigan, Fourth Vice-President of the Grand 
Trunk, elected to the new office of First Vice- 
President of the Great Northern. 
April—J. J. Hill, President, elected Chairman of the Board. 
—L. W. Hill, Vice-President, elected President. 

May—Benjamin Campbell, Fourth Vice-President, in charge of 
traffic, resigned to go to the New York, New 
Haven & Hartford as Vice-President in charge 
of traffic. 

—W. W. Broughton, Freight Traffic Manager, appointed Gen- 
eral Traffic Manager. 

August—F. H. McGuigan, First Vice-President, resigned. 

October—J. M. Gruber, General Manager of the Burlington Lines 
East of the Missouri river, appointed General 
Manager of the Great Northern in charge of main- 
tenance and operation, succeeding F. E. Ward, 
who took Mr. Gruber’s place on the Burlington. 

Hocking Valley. 

February—S. S. Stiffey, Superintendent of Motive Power, ap- 
pointed General Superintendent of Motive Power 
of the Hocking Valley and its controlled lines. 

Houston & Texas Central. 

March—G. Radetzki, Superintendent of the G., H. & S. A., ap- 
pointed General Superintendent of the Houston 
& Texas Central, the Houston East & West Texas 
and the Houston & Shreveport, succeeding G. F. 
Hawks, who went to the El Paso & Southwestern 
as General Superintendent. 

Illinois Central. 

January—lI. G. Rawn, General Manager, elected Vice-President, 
in charge of operation. Frank B. Harriman, Gen- 
eral Superintendent of Northern and Eastern 
lines, appointed General Manager. 

February—C. L. Ewing, Superintendent at Carbondale, IIl., ap- 
pointed General Superintendent of Northern and 
Western lines, succeeding F. B. Harriman. 

June—W. J. Harrihan, Vice-President in charge of traffic and 
construction, resigned to go to the Erie as Assist- 
ant to the President. 

July—Authority of I. G. Rawn, Vice-President in charge of oper- 
ation, and F. B. Harriman, General Manager, ex- 
tended over the Yazoo & Mississippi Valley. 


Interborough-Metropolitan Company. 

January—Theodore P. Shonts, Chairman of the Isthmian Canal 
Commission, elected President, succeeding August 
Belmont. 

April—Theodore P. Shonts, President, elected also Chairman of 
the Executive Committee composed of the oper- 
ating heads of the Interborough Rapid Transit, 
the Manhattan Elevated and the New York City 
Railway. 

International & Great Northern. 

December—H. M. Clarke, Superintendent of Transportation of 
the Mobile & Ohio, elected Second Vice-President 
and General Manager of the International & Great 
Northern. Effective January 1, 1908. 

Isthmian Canal Commission. 

January—T. P. Shonts, Chairman, resigned. 

March—John F. Stevens, Chief Engineer, resigned. 

—Major G. W. Goethals appointed Chairman, succeeding 
Mr. Shonts, and also Chief Engineer, succeeding 
Mr. Stevens. 

—Major D. D. Gaillard, Major W. L. Sibert, Senator J. C. 
S. Blackburn and R. R. Rodgers, General Counsel, 
appointed Commissioners. 
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Kansas City, Mexico & Orient. 

June—Frederick Mertsheimer, formerly Superintendent of Ma- 
chinery of the Kansas City Southern, appointed 
Superintendent of Motive Power and Rolling 
Stock of the Kansas City, Mexico & Orient. 

Kansas City Southern. 

January—R. J. McCarty, Assistant Secretary and Auditor, ap- 
pointed Vice-President and Auditor. 

February—R. M. Galbraith appointed Superintendent of Ma- 
chinery, succeeding F. Mertsheimer, resigned to 
go to the Kansas City, Mexico & Orient as Super- 
intendent of Motive Power and Rolling Stock. 

Lake Shore & Michigan Southern. 

December—D. C. Moon, Assistant General Manager, appointed 
General Manager, succeeding E. A. Handy, de- 
ceased. 

Macon, Dublin & Savannah. 

February—Alfred Walter, President of the Seaboard Air Line, 
elected also President of the Macon, Dublin & 
Savannah. 

Mexican Central. 

February—E. E. Styner, General Manager, resigned. 

May—H. R. Nickerson, Vice-President, resigned to go to the 
Rio Grande, Sierra Madre & Pacific:as President. 

November—S. M. Felton, President of the Chicago & Alton, 
elected President of the Mexican Central. 

—E. Richards, Acting President, re-elected Vice-Presi- 
dent and General Counsel. 
—J. N. Galbraith, formerly General Manager of the 
Tehuantepec National, appointed General Man- 
ager of the Mexican Central. 

Mexican International. 

May—wW. S. Martin, General Manager, resigned to go to the 
Denver & Rio Grande as Assistant General 
Manager. See National Lines of Mexico. 

Mexican Southern. 

July—W. L. Morkill, General Manager, resigned to go to Peru. 

December—J. H. Chisholm appointed General Manager. 

Michigan Central. 

May—S. W. Brown, Assistant General Superintendent of the 
Lake Shore & Michigan Southern, appointed Gen- 
eral Superintendent of the Michigan Central, suc- 
ceeding H. S. Nutt, General Superintendent, re- 
signed to go to the Northern Pacific. 

Minneapolis & St. Louis. 

July—W. D. Wheeler, Division Engineer of the Iowa Central, 
appointed Chief Engineer of the Iowa Central 
and the Minneapolis & St. Louis, succeeding H. 
G. Kelley, now Chief Engineer of the Grand 
Trunk. 

Missouri, Kansas & Texas. 

February—C. Haile, Traffic Manager, elected Vice-President in 
charge of traffic. 

Missouri Pacific. 

July—Charles L. Stone, General Passenger Agent of the Louis- 
ville & Nashville, appointed Passenger Traffic 
Manager of the Missouri Pacific. 

October—A. C. Bird, Vice-President in charge of traffic of this 
road and other Gould lines, resigned. 

November—J. M. Johnson, Assistant to the Vice-President, 
elected Vice-President in charge of traffic. 

—B. M. Flippin, Assistant Freight Traffic Manager, 
appointed Freight Traffic Manager. 

Mobile, Jackson &€ Kansas City. 

March—T. F. Whittelsey, Second Vice-President and General 
Manager, resigned to go to the Seaboard Air Line 
as General Manager. 

—H. S. Jones, Chief Engineer, appointed General Super- 
intendent, succeeding to Mr. Whittelsey’s duties. 

May—W. D. Stratton, Chairman of the Board, elected also First 
Vice-President. 

July—L. S. Berg elected President, succeeding B. M. Robinson, 
resigned. 

—wW. F. Owen appointed General Manager. 

August—H. S. Jones reappointed Chief Engineer and office of 
General Superintendent abolished. 

National Lines of Mexico. 

May—aAuthority of A. Clark, General Manager of the National 
Railroad of Mexico, extended over other National 
lines. 

Reed, Chief Engineer of the National Railroad of 
Mexico, appointed Chief Engineer of Construc- 
tion of the National Lines of Mexico. 

New Orleans & North-eastern. 

June—D. E. Curran, Vice-President and General Manager, elected 
President of this road and allied lines, and in 
September made also General Manager. 


June—J. M. 
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New Orleans Great Northern. 
June—C. W. Goodyear, Vice-President, elected President, suc- 


ceeding F. H. Goodyear, deceased. 

September—E. A. Niel, Traffic Manager of the Buffalo & Sus- 
quehanna, appointed also Traffic Manager of the 
New Orleans Great Northern. 

New York Central € Hudson River. 

March—P. E. Crowley, General Superintendent Western district, 
appointed Assistant General Manager. 

May—George H. Daniels, Manager General Advertising Depart- 
ment, retired. 

October—W. J. Wilgus, Vice-President in charge of construction, 
resigned. 

New York Central Lines. 

May—B. B. Mitchell, Freight Traffic Manager of the Lines East 
of Buffalo, appointed General Freight Traffic Man- 
ager of all New York Central lines. 

—Francis LaBau, Assistant Freight Traffic Manager of the 
Lines East, appointed Traffic Manager of the 
Lines East. 
New York, New Haven & Hartford. 

January—E. J. Buckland, Counsel, elected Vice-President. 

June—Benjamin Campbell, Fourth Vice-President of the Great 
Northern, elected Vice-President in charge of 
traffic of the New York, New Haven & Hartford. 

_—A. E. Mitchell, Expert and Engineer of Tests, appointed 
also Manager of Purchases and Supplies. 

August—John F. Stevens elected Vice-President in charge of 
operation. 

Norfolk &€ Western. 
July—W. G. MacDowell, 
President. 
—wN. D. Maher, General Manager, elected also Vice-President. 
—T. S. Davant, Freight Traffic Manager, elected Vice-Presi- 
dent and Traffic Manager. 


Vice-President, elected First Vice- 


Northern Pacific. 

May—cC. M. “Levey, Third Vice-President, given charge of main- 
tenance and operation. 

—H. J. Horn, General Manager, appointed General Manager 
of the Eastern lines. 

—H. S. Nutt, General Superintendent of the Michigan Cen- 
tral, appointed General Manager of the Western 
Lines of the Northern Pacific. 

October—H. J. Horn resigned and succeeded by George F. Slade, 
formerly General Superintendent of the Great 
Northern. 

Northwestern Pacific. 

January—E. E. Calvin, Vice-President and General Manager of 
the Southern Pacific, elected President. 

—A. H. Payson, Assistant to the President of the Santa 
Fe, elected Vice-President. 

September—W. S. Palmer, General Superintendent of the North- 
ern district of the Southern Pacific, Pacific 
system, appointed General Manager. 

Panama Railroad. 

April—Major G. W. Goethals, Chairman of the Isthmian Canal 
Commission, elected President of the Panama 
Railroad, succeeding T. P. Shonts, now President 
of the Interborough-Metropolitan Company. E. 
E. Drake, Secretary, Treasurer and Assistant to 
the President of the Panama Railroad, elected 
Vice-President, succeeding John F. Stevens, re- 
signed to go to the New York, New Haven & 
Hartford as Vice-President in charge of operation. 
A. Smith appointed General Manager, succeeding 
W. G. Bierd, now General Superintendent of the 
New York, New Haven & Hartford. 


September—J. 


Pennsylvania. 
January—James McCrea, First Vice-President of the Lines West, 
elected President of the Pennsylvania Railroad, 
succeeding A. J. Cassatt, deceased. 
September—George D. Dixon, Freight Traffic Manager, 
pointed General Traffic Manager. 
Pennsylvania Lines West. 
January—Joseph Wood, Second Vice-President 
traffic, elected First Vice-President, 
James McCrea. 
—J. J. Turner, Third Vice-President in charge of trans- 
portation, elected Second Vice-President. 
—E. B. Taylor, Fourth Vice-President in charge of 
treasury and accounting, elected Third Vice- 
President. 
—D. T. McCabe, Freight Traffic Manager, elected Fourth 
Vice-President in charge of traffic. 
—William Hodgdon, Freight Traffic Manager of the 
Vandalia, appointed Freight Traffic Manager, suc- 
ceeding Mr. McCabe. 


ap- 


in charge of 
succeeding 
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Pere Marquette. 

December—William Cotter, General Manager, elected President. 
Phoenias & Hastern, 

May--Epes Randolph, President of various Southern Pacific lines 

in Arizona, elected also President of the Phoenix 
& Kastern. 
Rio Grande, Sierra Madre & Pacific. 
April—L. D. Baldwin elected Vice-President. 
May—-H. R. Nickerson, Vice-President of the Mexican Central, 
elected President of the Rio Grande, Sierra Madre 
& Pacific. 
Louis, Brownsville & Mexico. 
October—William Doherty, General Passenger Agent, appointed 
Traffic Manager. 
Seaboard Air Line. 

Kebruary—W. A. Garrett, First 

Manager, elected 
Walter, deceased. 
IF’. Whittelsey, Second Vice-President of the Mis- 
souri, Jackson & Kansas City, appointed General 
Manager of the Seaboard Air Line. 
J. Poole appointed General Master Mechanic, suc- 
ceeding R. P. C. Sanderson, Superintendent of 
Motive Power, resigned to go to the Virginian 
Railway, 


St. 


General 
Alfred 


Vice-President and 
President, succeeding 


September—A. 


Sonora Railway. 

January—Epes Randolph, President of Southern Pacific lines in 
Arizona, appointed also General Manager of the 
Sonora Railway. 

Oster appointed Assistant General Manager, suc- 
ceeding J. A. Naugle, resigned. 


March—aA. R. 


Southern. 
January 


R. A. Dugan, Assistant General Manager, resigned and 
office abolished. 

Ritchie, 
district, 


March—M. M. the Middle 


Middle and 


General 
appointed 


Superintendent of 
Manager of the 


Res/stance Tubes 
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hig. 1. 
Switch Indicator, Made by the General 


Western districts. 
J. N. Seale, Manager of Transportation, appointed Man- 
ager of the Northern and Eastern districts. 


September—C. P. Cooper, General Superintendent of the St. 
Louis-Louisville lines, appointed Manager of 
those lines. 

November—E. H. Coapman, General Superintendent of the 
Northern district, appointed Manager of the 
Northern and Eastern districts, succeeding J. N. 


Seale, deceased. 
Southern Pacific. 
November—W. R. Scott, General, Superintendent of the North- 
ern district of the Pacific system, appointed Gen- 
eral Manager of the Pacific system. 
Tehuantepec National. 
June—W. B. Ryan, Vice-President, 
Manager, 
Toledo, St. Louis & Western. 
December—W. L. Ross, General Freight and Passenger Agent, 
appointed General Traffic Manager of the Toledo, 
St. Louis & Western and the Chicago & Alton. 
Trinity & Brazos Valley. 
March—W. E. Greene 
Manager. 


appointed also General 


elected Vice-President and General 


Union Pacific. 
November—W. A. Worthington appointed Assistant to the Direc- 





THE RAILROAD GAZETTE. 


_| Operating 
Co//s 


Vou. RIV .,. No: I. 


tor of Maintenance and Operation of this system 
and of the Southern Pacific. 
Virginian Railway. ' 

August—R. P. C. Sanderson, Superintendent of Motive Power of 
the Seaboard Air Line, appointed Superintendent 
of Motive Power of the Virginian Railway. 

Wabash, 
May—Henry Miller, General Manager, elected also Vice-President. 
Washington & Columbia River. 

July—Authority of Northern Pacific officers extended over 

Washington & Columbia River. 
Western Maryland. 


the 


March—B. F. Bush elected President, succeeding W. S. Pierce. 

—Alexander Robertson, General Manager, elected also 
Vice-President. 

October—R. C. Evans appointed Superintendent of Motive 


Power, succeeding William Miller, resigned 
Western Pacific. 
December—W. J. Barinett, Vice-President and General Attorney, 
resigned. 
Wheeling & Lake Erie. 
January—Robert Blickensderfer, Consulting Engineer, retired. 


A New Switch Indicator. 


The drawings and photographs shown herewith illustrate a new 
switch indicator for use in connection with automatic block signals, 
which is held “clear” with one-third the current used to energize 
the coils in the first place. It is made by the General Electric Com- 
pany. It possesses several novel features suggested by the experi- 
ence of signal engineers. 

Fig. 1 is a front and Fig. 2 a back view. As shown by Fig. 3, 
with the indicator ‘clear,’ a resistance, equal to double that of 
the operating coils, is connected in séries with them, thus reducing 
the current consumption to one-third. With the indicator at danger, 
the effect of this resistance is nullified, as the armature when down 





Fig. 2. 


Electric Company, Schenectady, N. Y. 


closes a back contact, causing two-thirds of the current to flow 
through the coils of the magnet. Thus, the magnets being de-en- 
ergized and the miniature semaphore showing danger, the closing 
of the circuit by the clearing of the block-section track circuit 
which controls the instrument sends through the magnet coils of 
the indicator a current of, say, 45 milamperes; but immediately 
the armature is lifted the resistance is thrown into the circuit and 
the current is reduced to 15 milamperes; and this is all that is 
ever required except at the moment of closing. 

The case of this indicator is made weather proof by a door 
gasket of elastic felt, which has been found more satisfactory than 
the tubular rubber gaskets usually used. The connecting wire enters 
the bottom of the case through an insect barrier of felt, like that 
used around the door. The dial is so designed that it is impossible 
for spiders or other insects to get at the blade. 

The terminals are mounted on non-warping moulded insula- 
tion, which is the same as that used in General Electric signal relays. 
The magnets are wound with enameled waterproof magnet wire. 
The armature and shaft bearings are cylindrical, the journal being 
made of hard drawn German silver. A General Electric lightning 
arrester is furnished when required. 

The indicators are made with 
follows: 


four different resistances, as 


Resistance 
of operating coils. 
250 ohms. 


Total resistance. 
750 ohms. 


500 o OE Le Pe eh 1,500 oe 
750 BEE wag Sialhi! dh Skene TON a tarts waaahes Sones 2,250 es 
1,000 OR eres irs ava us annie Wiaiw VasniNle a eea cele ate 3,000 $ 
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Changes of Railroad Ownership or Control in 1907. 





The following list summarizes briefly the principal changes in 
ownership or control of railroads during the past year. Purchases 
of electric roads which have been made by or in the interest of 
steam railroad companies are included, as well as the steamship 
lines bought by the New York, New Haven & Hartford during the 
year. A related event too indefinite to be included in the list but 
deserving mention was the option which the New Haven gave to 
the New York Central to buy the New York, Ontario & Western. 


This is still in effect. 

The record of these changes, listed under 
purchasing or selling railroad, follows: 

Baltimore «& Ohio.—May 3 paid par and accrued interest for two 
years for $15,140,000 bonds of the Chicago Terminal Transfer, which 
owns 82 miles of belt railroad in Chicago. Later offered $25 a share 
for minority preferred stock, about 65 per cent. of the issue being 
controlled by the Burlington. 

Boston & Maine.—The Fitchburg Railroad was on May 16 
authorized by the Massachusetts legislature to buy the Conway Elec- 
tric Street Railway operating six miles of electric line at Conway, 
Mass.; stock $100,000; bonds $35,000. 

Chicago, Burlington & Quincy.-On November 1, took over the 
Sioux City & Western, Sioux City, Neb., to O'Neill, 129 miles, from 
the Great Northern, which now has no mileage in Nebraska. 

Cincinnati, Hamilton & Dayton.—Lease of Pere Marquette abro- 
gated by C., H. & D. stockholders on October 8; by P. M. stock- 
holders December 9. 

Delaware «& Hudson.—Acquired control in July of Troy & New 
England, an electric line from Troy, N. Y., to Averill Park, nine 
miles; stock $180,000; bonds $160,000. 

Denver & Rio Grande.—Rio Grande Western in October bought 
the San Pete Valley Railway, Nephi, Utah, to Morrison, 51 miles; 
stock $510,000; bonds $815,000. 

Fort Dodge, Des Moines & Southern.—Electric interurban line. 
Announced in July that control of the Newton & Northwestern, a 
steam road, Newton, Iowa, to Rockwell City, 102 miles, had been 
acquired; 40 miles of N. & N. equipped for electric operation in 
January; stock $2,500,000; bonds $3,060,000. 

Great Northern.—With Northern Pacific bought in April for 
price said to be $3,500,000 the Astoria & Columbia River, Goble, 
Ore., to Seaside, and a branch, 83 miles; stock $1,619,000; bonds 
$555,000. Valuable for the lumber resources of its territory. 

Gulf Line Railway.—New company. In May bought Flint River 
& Gulf, Ashburn, Ga., to Bridgeboro, 32 miles, and leased Hawkins- 
ville & Florida Southern, Worth, Ga., to Hawkinsville, 44 miles; 
stock $100,000; bonds $325,000. The Georgia Southern & Florida 
holds an interest in the H. & F. S. and guarantees the bonds. 

Kalamazoo, Lake Shore & Chicago.—On April 15 leased for 25 
years South Haven & Eastern branch of Pere Marquette, Lawton, 
Mich., to South Haven, 34 miles. 

Lake Shore & Michigan Southern.—The Indiana Harbor Belt 
Railroad, owned jointly with Michigan Central, in June leased and 
on November 4 bought about 46 miles of track of the Chicago Junc- 
tion Railway, a belt road at Chicago; stock $2,200,000; bonds 
$2,500,000. 

In July arranged to acquire Chicago & Wabash Valley; Din- 
widdie, Ind., to McCoysburg and branch, 26 miles; stock $300,000; 
no bonds. 

Lorain & Ashland.—Under construction by interests headed by 
Joseph Ramsey. In December bought Ashland & Western, Ashland, 
Ohio, to Custeloga, 23 miles; stock $200,000; no bonds. 

Maine Central.—In March bought large majority of stock of 
Somerset Railway, Oakland, Me., to Moosehead Lake, 91 miles; 
stock $736,649; bonds $1,761,500, which includes $1,500,000 notes. 

May 1 leased for 999 years at rental of $328,000 a year Port- 
land & Rumford Falls and its controlled property, the Rumford 
Falls & Rangeley Lakes, Rumford Junction, near Auburn, Me., to 
Rumford Falls and Livermore, 100 miles; stock of both $2,300,000; 
bonds $2,520,000. 

Maritime Coal, Railway & Power Company.—In May bought 
Canada Coal & Railway Company, owning 12 miles of road in Nova 
Scotia. 

Michigan Central.—In July bought Detroit & Charlevoix, Fred- 
eric, Mich., to South Arm and branch, 52 miles; stock $520,300; 
no bonds. 

National Lines of Mexico.—In December, 1906, it was announced 
that the Mexican government had bought control of the Mexican 
Central, 3,195 miles. The various lines controlled by the govern- 


the name of the 





ment are to be merged in a new company, the National Railways 
of Mexico, as soon as the financial situation is favorable. 

New York, New Haven «& Hartford.—In January acquired con- 
trol of the Maine Steamship Company, running from New York to 
Portland, Me. 

In February acquired control of the Boston & Philadelphia 
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Steamship Company, running between Boston, Fall River, Provi- 
dence and Philadélphia. 

In March bought one-half the stock of the Merchants & Miners’ 
Transportation Company, owning steamship lines from Boston and 
Providence to Baltimore and Norfolk, from Philadelphia to Savan- 
nah, and from Baltimore to Newport News, Norfolk and Savannah. 
This company took over the Boston & Philadelphia Steamship 
Company. 

In April, bought for price said to be $400,000, Poughkeepsie & 
Eastern, Poughkeepsie to Boston Corners, and branch, 39 miles; 
stock $500,000; bonds $500,000. 

May 31 exchanged its own stock share for share for the $30,000,- 
000 stock of the Consolidated Railway owning or leasing, with small 
exceptions, all trolley lines in Connecticut and Rhode Island and 
the Sound steamboat lines directly controlled by the New York, 
New Haven & Hartford. 

In May bought about $11,000,000 of the $28,291,790 common 
stock of the Boston & Maine, 2,228 miles directly operated. 

In October announced that New Haven had bought control of 
the New York, Westchester & Boston and the New York & Port- 
chester, two companies which have franchises to build a high-speed 
electric road from the northern part of New York City through 
Mt. Vernon to New Rochelle, on which considerable construction 
work has been done. 

In December bought the Joy Line, running from Providence 
to New York. 

Northern Pacific.—See Great Northern. 

Northwestern Pacific—New company, controlled jointly by the 
Atchison, Topeka & Santa Fe and the Southern Pacific. On January 
1 took over North Shore; California Northwestern; San Francisco 
& Northern Pacific; Eureka & Klamath River; Fort Bragg & South- 
eastern, and San Francisco & Northwestern, roads in California 
north of San Francisco previously controlled by the Southern Pacific 
or the Santa Fe. 

Pennsylvania Company.—In May took over Chicago, Indiana & 
Eastern, Converse, Ind., to Munsey, 43 miles; stock $1,000,000; bonds 
$500,000. Now part of Logansport division of the P., C., C. & 
St. L. Pennsylvania Company bought all securities and settled all 
other debts. 

Reading Company.—In April bought control of Williams Valley 
Railroad, Brookside, Pa., to Lykens, 12 miles; stock $120,000; bonds 
$120,000. 

Seaboard Air Line.—In January bought nearly all stock of 
Macon, Dublin & Savannah, Vidalia, Ga., to Macon, 92 miles; stock 
$2,040,000; bonds $1,880,000. 

Southern Pacific.—In April bought, from the Santa Fe, the 
Phoenix & Eastern, Phoenix, Ariz., to Winkleman, 96 miles; stock 
$1,275,000. 

In June bought control of Corvallis & Eastern, Yaquina, Ore., 
to Idanah, 141 miles; stock $1,410,000; bonds $1,410,000. 

Southern Railway.—In June sold the $5,000,000 Central of Geor- 
gia stock which had been held since 1896 by the Richmond Terminal 
reorganization committee, to Oakleigh Thorne and Marsden J. Perry; 
1,899 miles operated. In October control of Central of Georgia re- 
ported sold to E. H. Harriman. 

Toledo, St. Louis & Western.—In August bought from the Rock 
Island Company $14,420,000 of the $19,542,800 common and $6,380,000 
of the $19,544,000 preferred stock of the Chicago & Alton, 970 miles. 

Virginian Railway.—New company. In May took over Tide 
water Railway and Deepwater Railroad, Norfolk, Va., to Deepwater, 
W. Va., 443 miles, of which about 300 are built. 

Western Maryland.—January 17 bought the $1,000,000 stock of 
Georges Creek & Cumberland, Cumberland, W. Va., north to Penn- 
sylvania state line and west to coal workings, 33 miles; bonds 
$601,000. Owns only available outlet to the west from Cumberland. 











Pensions on the Grand Trunk. 





The Grand Trunk has announced the details of its pension 
system for employees which goes into effect January 1. It includes 
employees of all grades and departments. Every employee must 
retire at the age of 65. If he has served 15 years or more he will 
be entitled to annuity of 1 per cent. of the highest average annual 
pay received for 10 consecutive years. Thus if a man had served 
30 years receiving an average of $1,000 per year for any 10 con- 
secutive years of that period he would be entitled to 30 per cent. 
of $1,000, making a pension of $300 a year. The minimum is fixed 
at $200, irrespective of the rate of pay or length of service. The 
shareholders have set aside $200,000 as a nucleus for the fund, but 
it is thought that at least $75,000 additional will have to be pro- 
vided each year. Provision is also made for men incapacitated by 
accident. The pension fund will be administered by a board of 
trustees and will be wholly maintained by the company without 
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contributions from its employees. 
35,000. 

for officers, station men and clerical employees the Grand Trunk 
has had a pension fund for over 30 years; but the employees them- 
selves contributed half of the money for it. 


The number affected is about 








Comparative Physical Tests of Car Wheels and Tires.* 


By Geo. L. FOWLER. 

(Reprinted from a volume of reports made to the Schoen Steel Wheel Co.) 

All the tires and wheels referred to in this work were bought in 
the open market, chosen at random, and tested under identical con- 
ditions in comparison with each other. They represent the prin- 
cipal brands in use, giving satisfactory service, and the results stand 
on the basis of each sample representing the average of its class and 
brand. They will be designated as tires A, B, C and D, wheels E 
and F and Schoen steel wheel. 

Tests were made of the tensile strength, including the limit of 
elasticity, per cent. of elongation and the reduction of area at the 
point of fracture. The steels were tested for hardness by a drop of 
the Martel scale. Abrasion tests were made in order to find the re- 
sistance of the several materials to grinding at various points below 
the tread. Specimens were also cut for the determination of the 
specific gravity of the metals at different points below the tread. 
Chemical analyses were made from samples of each tire and wheel 
taken from a point below the center of the tread. Finally, a series 
of microphotographs were taken of etched specimens of the metals in 
order to show their structure and the relation of that structure to 
the physical and chemical properties, previously determined inde- 
pendently. 

The chemical analyses for carbon were all made by the com- 
bustion process and the tensile tests were made in the usual man- 
ner, using test pieces 2 in. long between marks. The reason for 
choosing this length was that the curvature of the treads of the 
wheels and tires made it impossible to cut longer ones. These 
specimens were cut from the points, C, D and E, as indicated on the 
diagram showing the location of tensile test specimens. These test 
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pieces were cut on a chord of the tire and gave an available length 
of 2 in. on the reduced area 1% in. in diameter, the center of which 
was carefully located at the point indicated on the drawing. The 
tensile tests were made in an Olsen testing machine of 100,000 Ibs. 
capacity, and the results obtained are given in detail in the following 
table marked ‘‘Comparative Tests of Steel Wheels and Tires”: 








——— ate 








Comparative Tests of Steel Wheels and Tires. 
Lbs., per sq.in. Pr ct. of 

y——-of section-——, limit Hard- 

y--Per cent.—, Approxi- of elas- ness on 
Elonga- Reduc- Max. mate lim- ticity the 

Test Tire tion tion of load,pr ert it of elas- to total Martel 
piece. or wheel in2in. area. sq.in.,lbs. loa ticity. load. scale. 
i i Se 14.00 16.31 115,825 112 O72 73,758 63.68 787 
Da 14.00 15.39 116,639 112,264 76,286 65.40 787 
Do Seen 12.45 15.97 117,818 115,120 81,388 69.08 880 
Sas “St Gauche 9.85 8.50 124,018 123,682 94,258 76.00 851 
I Gages osc. 11.75 18.48 125,542 122,511 91,673 73.02 778 
a Seieameer re” 12.50 12.37 122,488 117,859 89,018 72.67 823 
cS GO ois chee 20.75 36. 79 115,439 103,381 94,143 81.55 786 
DD > Sane soe 20.75 32.00 116,533 106,000 99,282 85.15 750 
i. ae: waesige 21.50 34.80 115,977 102,905 91,648 79.02 812 
ce 8S cacao 15.40 18.89 115,784 108,690 94,710 81.79 839 
Die ov. sseu 16.00 19.53 112,660 106,573 96,883 85.09 787 
| dre 14.85 19.32 115,113 108,703 94,104 81.75 773 
C E wheel er 10.50 10.50 115,290 108,132 838,764 72.65 901 
LE re 4.00 3.04 107,967 107,967 84,270 78.05 795 
E E Oe) ceieeiete 7.75 7.08 117,572 117,453 79,130 67.19 921 
Ce et ewes 15.75 19.68 114,616 110,820 94,051 82.05 907 
| i cre 15.75 17.11 115,266 111,424 94,825 82.26 867 
TE ern 13.25 14.54 113,548 110,828 97,864 86.19 851 
vl Schoen Wheel. 7.00 98.52 127,078 126,354 103.252 81.25 4 
D -- 8.00 12.41 121,950 119,875 108,977 89.36 1,223 
D 4s “  ,.11.00 20.80 124,129 118,340 110,143 88.73 1,149 


The averages of these are collected and presented in a condensed 
*( ‘opyrighted by the Schoen ‘Steel W heel CO., 
mission, ) 


and ‘published by special per- 
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form in the table marked “Average of Comparative Tests of Steel 
Wheels and Tires’: 


Average of Comparative Tests of Steel Wheels and Tires. 
Lbs., per sq.in. Pr ct. of 
pont section-——, limit Hard- 


—-Per cent.-—, Approxi- of elas- ness on 


Elonga- Reduc- Max. mate lim- ticity -the 
Tire tion tion of load,pr Breaking it of elas- to total Martel 

or wheel in2in. area. sq.in.,lbs load. ticity. load. scale. 

AERIS g's! sa: aoa sors te 8.50 15.89 116,761 113,352 77,133 6.06 818 
Lai einen as 11.85 11.45 124.018 121,951 91,646 73.89 817 

MD Fe cma areas alam 20.90 29.50 115,963 104,095 95,008 81.92 783 
Re hee Viens on sus cus ciate 15.40 19.383 114,519 107,989 95,232 83.18 799 
E wheel 7.40 6.87 118,610 111,184 82,388 72.63 872 
F wrt Arava aearevetone 14.90 17.13 114,477 110,857 95,580 83.50 875 
Schoen wheel .... 8.66 12.32 124,386 121,523 104,124 86.45 1,125 


From this table it will be seen that, in the wheels examined, the 
average maximum tensile strength varied from 113,610 lbs. to 124,386 
lbs. per square inch of section; that the elongation in 2 in. varied 
from 7.40 per cent. to 20.90 per cent.; the limit of elasticity from 
66.06 per cent. to 86.45 per cent. of the maximum tensile strength, 
and the hardness from 783 to 1,125 points on the Martel scale. 

In reviewing these results it is necessary to consider the relative 
influence of the chemical composition on them. This is given in the 
table marked ‘Chemical Composition of Steel Wheels and Tires.” 


Chemical Composition of Steel Wheels and Tires, 


Wheel. Carbon. Phosphorus. Sulphur. Manganese. Silicon. 
MR he cerns teip ar itece etna 0.616 0.048 0.011 0.698 0.805 
A te) 7 a talcay helen s sacauisme nance rere 0.716 0.095 0.023 0.758 0.263 
DP pct. ite nag rnnne O:573 O.OTH 0.038 O.763 by DOD 
BBS 05 ereraie wraparene a erelaia ete 4). G76 0.061 0.0385 O.8383 204 
ROMO Sus wide cee ca 0.646 0.071 0.029 O.9TS = 349 
‘ ME te per orar Bai mies, AP: 0.631 0.081 0.042 OTT O.241 
Schoen wheel , .......0%.«.« 0.690 0.012 0.000 O.ST0 0.094 


As would be expected the low carbon content of the D tire is 
accompanied by comparatively low tensile strength, high ductility 
and low hardness. 

At the same time it is evident that the work put on the wheel 
is an influential factor in all of these results, and there is a varia- 
tion of tensile strength and ductility that is not fully accounted for 
by the variation of carbon content. Take as an extreme example the 
E wheel and the Schoen wheel. There is a variation of but .044 per 
cent. in carbon and yet the maximum tensile strength of this E 
wheel was but 113,610 lbs. per square inch, while that of the Schoen 
wheel was 124,386 lbs., with a corresponding elongation in 2 in. of 
7.40 per cent. and 8.66 per cent., respectively, while the limit of elas- 
ticity was 72.63 per cent. and 86.45 per cent.. of the tensile strength, 
respectively. The actual variation in limit of elasticity was much 
greater, because of the higher base of comparison with the 
Schoen wheel, the limit of elasticity of the E wheel being 
but 79.12 per cent. of that of the Schoen wheel. In making 
these tensile tests great care was exercised not only in the prepara- 
tion of the specimens, but in making the tests themselves. The 
machine was run slowly after a stress of 50,000 lbs. had been reached, 
so that the limit of elasticity could be very accurately determined. 

A comparison of the results obtained with all wheels and tires 
with those obtained with the Schoen steel wheel are given in the 
table marked “Comparative Results of Physical Tests of Schoen 
Steel Wheels with Other Wheels and Tires,” in. which the results ob- 
tained with the Schoen wheel are taken as a base, and the results 
obtained with the other wheels and tires are given in percentages 
of that base. From. this table it appears that the Schoen wheel 
leads all of the others in the items of tensile strength, limit of elas- 
ticity, per cent. of limit of elasticity to ultimate strength and in 
hardness. 


Comparative Results of Physical Tests of Schoen Steel Whecis with Other 
Wheels and Tires, 

Lbs. per sq.in. Per ct. of Hard- 

-—Per cent.—, -———of section—~ limit of ness 

Maximum Blonga- Reduc- Break- Approx. elasticity on the 


Tire or wheel. load per tion tion of ing limitof tototal Martel 
sq.in.,lbs.in2in. area. load. elasticity. load. scale. 

Schoen wheel ..... 100.00 100.00 100.00 100.00 100.00 100.00 100.00 
BAC 5 SSR ora 99.70 131.06 92.94 100.35 88.02 835.47 72.62 
Oo eniepave aval atelee 93.87 155.89 128.98 93.28 74.08 76.41 (2.71 
BO ns rave arene Gale 93.238 241.34 289.45 85.66 91.25 94.76 69.60 
HOO aronsistolarsle uate 92.07 177.84 156.90 88.86 91.47 96.22 71.02 
WARVGOL. 60.6 %cie01s 5 92.03 172.05 1389.04 91.22 91.79 96.59 77.78 


The tests for hardness were made with a drop arranged with a 
pyramidal punch. The principle on which this work was done was 
to measure the force of a blow delivered by the punch on the smooth 
face of the metal to be tested, as well as the amount of metal 
displaced by the blow. This method of testing was devised 
by Col. J. T. Rodman, of the United States Army. It was 
afterward developed and formulated by Lieut.-Col. Martel, of 
the French army, and was then adopted as a standard test by the 
French government. The results obtained are known as the degrees 
of hardness by the Martel scale. By his investigations Colonel Martel 
showed that the amount of metal displaced by the punch varied in- 
versely as the hardness and directly as the weight of the drop and 
the height of the fall. 

In this investigation the Rodman pyramidal punch was used. 
It was fastened to a drop, weighing, together with the punch, 2.2616 
kilograms and the height of fall was 600 millimeters. The punch 
was of hardened tool steel, carefully ground to form, and it with- 
stood tthe work without deformation. 

The specimens for the test were cut from the tires and wheels 
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at the same points as the tensile test pieces, as indicated at C, D 
and E, and the results obtained are given with the other physical 
properties in the several tables. 

These tests show the Schoen whee] to have been the hardest of 
the seven specimens tested, and that the D tire was the softest. 
This was to be expected, judging from the carbon content; 
but we note that while the A tire has a higher percentage of carbon 
than the Schoen wheel for some reason the latter is the harder of 
the two. 

For the abrasion tests a cylinder 14 in. in diameter was cut 
from a point near the center of the tread of each wheel, extending 
vertically down into the body of the metal. This was placed in a 
frame, with the end that was at the tread resting on an emery 
wheel. A load of 2 lbs. 1114 ozs. was put on the upper end of. the 
cylinder to hold it down on the wheel. This weight was selected 
after some preliminary trials made to ascertain the pressure that 
could be used without heating the material or grinding it away too 
rapidly so as to make the count smaller than would be convenient for 
making comparisons. To this weight must be added the weight of 
the cylinders themselves, which varied about 0.54 oz., a variation 
which was duly considered and the proper allowance made there- 
fore, although it is practically a negligible quantity. 

The wheel used was made by the Carborundum Co., and was 
10°/,, in. in diameter and *4% in. thick when new. At the conclusion 
of the tests the wheel was worn to a diameter of 10°/,, in. It was 
known on the maker’s schedule as Grit 120, Grade H., Bond G 9. 
It was run at a speed of about 2,500 revolutions per minute. 

While grinding a constant and uniform stream of water was 
kept running on the wheel and specimen, and at the conclusion of 
the test the specimens were invariably cool and showed no signs of 
heating whatever. 

The counting of the revolutions was done by means of a special 
counter coupled to the shaft and having a worm meshing with a 
gear of 25 teeth mounted on a shaft to which a revolution counter 
was attached. The reading of the counter was, therefore, multi- 
plied by 25 to obtain the number of revolutions of the wheel. 

In addition to the regular tests, a cylinder was cut from the 
same position in a chilled cast iron wheel, and the results of its 
abrasion test, as well as those of the wheels and tires, have been 
plotted and shown in the illustration “Diagram of Abrasion Tests of 
Steel Tires and Wheels.” The abscissas indicate the location of the 
metal below the tread, and the ordinates the number of revolutions 
of the wheel required to grind off 4% in. from a cylinder % in. in 
diameter. 


PEVOLUTIONS OF EMERY WHEEL 
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OSTANCE BELOW TREAD 


Diagram of Abrasion Tests of Steel Ties and Wheels, Showing 
Relation of Rate of Wear at Various Depths Below Tread, 
and Revolutions of Every Wheel. 
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It will be noted that in every test there is a rise in the number 
of revolutions at a point about % in. below the surface of the tread, 
or for the space between %4 in. and *% in. Had the work been 
done in rotation this peculiarity might have been attributed to a 
change in the texture of the wheel, glazing, heating the material or 
a similar cause. The tests were started, however, before all of the 
cylinders had been finished, and those from the A, B, C and D tires 
were well along when a start was made with the cylinder cut from 
the Schoen wheel. This was worked down in rotation with those 
from the tires, when that from the E wheel was introduced, and this 
was followed in the same way by that of the F wheel, so that the 
wheel structure itself is responsible for the diagram. By reducing 
these diagrams to an average the results are as follows: 

Average Abrasion Per Y-Inch of Tires and Wheels. 


Tire or wheel. Revolutions. Linear feet. 
i )  Sa err a ora ae 32,635 3,483 
ere ore was aueas 30,660 81,249 
OR a oo aia So id act a whl eo STG 28,205 74,743 
BAe erica hic laa sh cla Gi asl cod chen di 26,320 69,748 
aN sg Sotelo wr aan. aenarcratconeea 25,540 67,681 
BURG. so cuted ctdadaeseaes eae wa 23,270 61.666 
BRN oe Sa bia ad be we waa ba ae 21,445 6,729 
CasgC IO WHEE .c6.0 vcececensea - 5,485 14,535 


Reducing these to percentages on the basis of the Schoen wheel 
we have: 

‘Tire or wheel. * 

Schoen wheel 

E wheel 

CUS ooo iced ec wn ees cccccsoscbeversesverssess 


Per cent. 
100.40 
3.95 
86.42 
80.65 
78.26 
71.80 
65.71 
16.81 


From this it appears that the resistance of the Schoen wheel to 
abrasion was greater than that of any of the other wheels and tires 
with which it was compared. The cast iron wheel gave the lowest 
resistance of any cylinder tested. The wheel was of good material, 
with a depth of chill of about % in. 

An explanation of the peculiar rise in the number of revolutions 
required to grind these tires between 14 in. and *% in. will be brought 
out in the discussion of the microphotographs. The examination 
made of the specific gravities of the metal of the tires and wheels 
at different points below the surface of the tread, also tends to 
show a reason for the peculiar rise in the rate of abrasion by the 
emery wheel. From this examination it appears that with slight 
local aberrations the density of the material increases from the 
tread down to a depth of about 1 in. and then decreases down to 2 
in. A few observations made below these depths show that there is 
again a tendency to increase in density as the inner edge of the tire 
is approached. There was, however, a variation of this condition 
found in the rim of the Schoen wheel. Although there was a tend- 
ency to follow the general behavior of the other specimens, it was 
along a wavy line, corresponding, but not in exact location, with 
the variation in the texture of the grain which will be brought out 
in the microphotographs to be discussed later. 

Another peculiarity that was developed is the relation of hard- 
ness, resistance to abrasion and tensile strength to the specific 
gravity of the material. 

It will be noted that the rate of wear of the cast iron wheel, 
as shown on the diagram, was much greater than that of any of the 
steel tires or wheels. The rapid fall in the number of revolutions 
per \% in. of metal removed as the chill was worn away is easily ac- 
counted for, but it was not expected that the variations from the 
results obtained with the steel tires would be so great as they were. 
In the laboratory the metal and wheel were kept cool, so that at no 
time did the temperature rise, even on the face of the specimen, 
above that of the hand. As these abrasive tests have been checked 
in other ways, as will be shown later, it appears that the avoidance 
of heat is the explanation of the great difference. 

It must be borne in mind that the primary object of these inves- 
tigations was to ascertain to what extent the metal entering into 
the construction of the Schoen wheel fulfilled the requirements of 
actual service as determined by comparison with other wheels 
already upon the market and doing satisfactory work. 

The conclusions to be drawn from a general review of the re- 
sults obtained in this investigation are as follows: 

From the physical tests of the metal of the Schoen solid forged 
and rolled steel wheel, it appears that it is the strongest of any of 
the tires and wheels examined. This strength appears in the maxi- 
mum stress to which the metal was subjected, the point at which 
rupture took place and the limit of elasticity, all of which were 
higher than in any other wheel or tire, with the single exception 
of that of the A tire. This tire had a breaking load exceeding that 
of the Schoen wheel by but 428 lbs. per square inch of section, an 
amount that is unimportant. 

The limit of elasticity, as expressed both in actual figures and 
in the percentage of the total load, was far higher in the Schoen 
wheel than in any of the others. 

The ductility of the metal of the Schoen wheel, as indicated by 
the elongation of the tensile test pieces, is less than that of any of 
the other specimens with the exception of the E wheel. Here there 
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is a difference of nearly 15 per cent. in favor of the Schoen wheel, 
despite the fact that the E wheel contains nearly .05 per cent. less 
carbon. This is probably due to the difference in the amount of 
work put on the two wheels. 

In hardness the Schoen wheel stands the highest on the scale. 
This is shown in another way by the abrasion tests, which show the 
Schoen wheel to be the slowest of any to grind away. 

In specific gravity the Schoen whee] is the highest. 

The chemical composition is, of course, a matter that is regu- 
lated by specifications, and a review of these since the introduction 
of steel-tired wheels has shown a steady advance in the carbon 
content. The makers of the Schoen wheel have placed their wheel 
next to the highest in carbon content. This explains, in part, the 
high ultimate tensile strength, although it cannot account for it, 
altogether because the Schoen wheel leads the A tire, which has a 
higher carbon content, in elasticity and maximum load, and in duc- 
tility is above the E wheel, having a lower carbon content. In this 
analysis special attention is directed to the sulphur, not a trace of 
which could be found in the Schoen wheel specimens under exami- 
nation. 








Some Chicago Manufacturers on the 1908 Outlook. 





J. M. Hopkins, Vice-President and General Manager, Camel Co., 
Chicago.—There is no business at present, and I do not believe that 
it will be at its best again until the early fall of next year. 

E. F. Carry, First Vice-President and General Manager, Amer- 
ican Car & Foundry Co., Chicago.—At present, of course, there are 
no car orders. Before April next business will begin again. 

M. A. Garrett, Vice-President, Farlow Draft Gear Co., Chicago.— 
J think there will be a slight increase in business after January 1, 
but I do not look for anything big until after the Presidential nomi- 
nation. 

Chas. Riddell, Western Representative, Baldwin Locomotive 
Works, Chicago.—We are hopeful of a gradual increase after the 
first of January, but next year, being a Presidential year, will tend 
to keep business down somewhat. 

Percy Manchester, Secretary, Quincy, Manchester, Sargent Co., 
Chicago.—We look for a decided improvement after February, 1908, 
which we believe will be the beginning of a healthy but gradual 
growth; in fact, this is indicated by the business of the past two 
weeks. 

J. R. Cardwell, President, Cardwell Manufacturing Co., Chicago. 
—We positively believe that money will be easier after the first 
of the year and securities higher, which is sure to benefit business 
in all channels. We, therefore, are expecting larger orders. 

A. C. McCord, President, McCord & Co., Chicago.—There are just 
two disturbing possibilities in making up our outlook: Some new 
political heresies and the extent of the commercial failures that 
inevitably follow a panic. If these failures are not too extensive 
we shall begin recovery in the spring and progress rapidly. 

L. M. Viles, Secretary, Buda Foundry & Manufacturing Co., 
Chicago.—I believe that it will be some time before business will 
resume on the old basis, probably three or four months; but after 
that time I think there will be a gradual increase, because the lack 
of confidence, which is the predominating cause in this depression, 
will have disappeared. 

W. H. Hooper, General Agent, Safety Car Heating & Lighting 
Co., Chicago.—There is no doubt in my mind as to the outcome of 
this situation, providing there is no possibility of a change of ad- 
ministration; but, on the other hand, if there is a possibility, I 
greatly fear that the so-called hard times will continue until such 
time as the people will again have sufficient confidence to invest 
their money. 

G. HE. Pratt, General Sales Manager, Hicks Locomotive & Car 
Works, Chicago.—We are not doing much business at present; we 
are doing some, however. I do not believe that orders will be lack- 
ing after the first of the year. Of course, it cannot be expected that 
business will resume on the same basis as it has been heretofore, 
but I do firmly believe the growth will be a gradual, consistent 
and a healthy one. I also believe that the firms with the cars and 
locomotives ready for immediate delivery wiil be the ones who will 
get the bulk of the business. 

M. E. Ward, General Sales Agent, Chicago-Cleveland Car Roof- 
ing Co., Chicago.—When a patient drops into coma, you can fear a 
funeral; but when finance, commerce and trade fall into a dead 
stupor, as typified in the present situation, the patient is only taking 
a needed rest, and always arises reinvigorated. If it were not that 
everybody is possessed of a sort of nightmare feeling the situation 
could be readily righted; for the fundamentals of prosperity are 
scarcely ruffled by this disturbance. It is the most superficial of 
panics, and, though its shadows may lengthen out to the fall 
revival of 


months of 1908, I look for a marked, but not normal, 
equipment orders in the first quarter of the new year. 
G. C. Marsh, Manager, Contractors’ Supply & Equipment Co., 
Chicago.—As we see it, the situation has changed greatly for the 
better within the last few days. 


We have had more inquiries for 
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concrete mixers and hoisting engines and other machines used in 
railroad and other construction work in the past week than we 
have had in six weeks before. We look for a very decided c.uange 
for the better after January 1st. With the cost of labor less and 
the efficiency of labor greater, it should be quite an incentive to 
new construction. Bond houses which finance railroads should rec- 
ognize the fact that railroads built when labor and material are 
cheap are better security than when built with high prices for 
these articles. We are feeling quite optimistic. 

W. E. Symons, President, Pioneer Cast Steel Truck Co., Chicago. 
—wWhile there is evidence of a partial restoration of confidence and 
resumption of business activities in all directions, particularly in 
the railroad line, yet it would seem unsafe to attempt to predict, 
with*any degree of accuracy, what may occur in a very short period 
of time. This condition has been especially emphasized by our re- 
cent experience in which we have learned that, while in the midst 
of the most prosperous epoch in American history, it is possible 
for a few persons to so completely destroy confidence in all finan- 
cial, industrial and business concerns, and to so question the honesty 
of their fellow men and neighbors, that about 40,000,000 people 
have withdrawn and hoarded sums ranging from millions down to 
a few dollars with the result that in the midst of prosperity many 
of the most influential and well-managed business institutions are 
on the verge of bankruptcy. 

The Mississippi Valley will, not many years hence, be the abid- 
ing place and furnish sustenance for a population equal to that of 
the United States at present, and in order to provide transportation 
facilities, both rail and water, additions on as broad or broader 
scale than any yet predicted by Mr. Hill or Mr. Harriman will be 
necessary, but with the public confidence shaken, as it is, it would 
seem that the problem of financing such additions as are at present 
badly needed is one very difficult of solution, and the future is 
decidedly problematical. 

H. C. Dolph, President, The Ostermann Manufacturing Co., 
Chicago.—With adjustment of money conditions and movement of 
crops, a gradual improvement in business should follow. 





The following expressions are from important officers or repre- 
sentatives of railroad supply and car building concerns, who desired 
their names withheld: 

“If times were normal the railroads would need more cars, but 
as the case is now, the foreign cars are being returned to their 
home roads, which gives the railroads sufficient cars for handling 
the crops, consequently there is no market for new cars.” 

“Wall street had its own way for a long time, but Theodore 
Roosevelt has shaken matters up, causing a slow money market. 
This has reacted upon the railroads and they, in turn, are curtailing 
expenses.” 

“The present turn of affairs is for the good of all and will help 
to weed out the businesses established on illegal foundations. Last 
year’s market was far above normal and it will be a long time before 
such a market is reached again.” 

“The labor situation of the past has been a fruitful cause in 
bringing about the present condition of the market and I would 
consider it one of the reasons for the railroads postponing the pur- 
chase of new equipment. A recovery in the market can hardly be 
looked for before six months. Crops are plentiful this year and 
the railroads seem to have sufficient cars to handle them.” 

“The inevitable dulness that always follows a panic is sure to 
return this year, as in former years, therefore I would say that 
we expect no business until after the Presidential election. There 
is a slow movement in handling the crops, consequently railroads 
are not in need of new equipment. The present uncertainty of the 
money market, and adverse state legislation, have caused the rail- 
roads to defer action until a decision has been reached.” 








Foreign Railroad Notes. 





The Italian State Railroads report that they are now running 
174% per cent. more trains than when they took over the manage- 
ment from the companies July 1, 1905; that the speed of many 
trains has been increased, and in many cases freight separated 
from passenger traffic; while since Nov. 15 last third class cars 
are attached to all so-called ‘fast’ trains, while it contemplates 
attaching them to some “express” trains. 





There is a conflict between the general government of China 
and the province of Che-kiang over the building of a railroad from 
Soo-chow, a city 50 miles west of Shanghai and connected with it 
by rail, extending south by west 65 miles to Hang-chow, and thence 
east 65 miles along a bay to Ning-po. The province claims that 
two years ago it was given the right to build the line, and the Pekin 
government says that it is going to contract with an English-Chinese 
company to build. Shanghai merchants are said to be ready to sub- 
scribe $15,000,000 to the provincial enterprise, and they threaten 
to boycott English goods and to refuse to pay taxes if the English 
are let into the enterprise. ; 























GENERAL NEWS SECTION 


NOTES. 





It is reported in Iowa that the Chicago, Burlington & Quincy 
will hereafter sell no liquors on dining cars in that state. 


The Maine Central, controlled by the Boston & Maine, has fol- 
lowed the B. & M. in withdrawing from the per diem agreement. 


The Pennsylvania and the Philadelphia & Reading have decided 
not to grant reduced passenger rates to clergymen. Certificates now 
held by clergymen, and expiring December 31, are not being renewed. 


The Union & Southern Pacific announce that they now have 
4,593 miles of line protected by the ‘“Most Modern Safety Block Signal 
System.” This means, apparently, the mileage of automatic signals. 


The Erie Railroad has made reductions of 2 to 10 per cent. in 
the salaries of officers and clerical employees. The reduction, it is 
said, applies to all of the classes named who receive more than $50 
per month, and it affects 1,700 persons. 


On the Saturday before Christmas, December 21, the lines of the 
Interborough Rapid Transit Company, New York City, carried 
1,649,752 passengers. Of these 961,114 were carried on the Elevated 
lines and 688,638 on the Subway division. 


The Boston Elevated Railway has distributed to its employees 
$60,000 in the shape of rewards of $15 each to those employees who 
during the past year have not been reported for delinquency or mis- 
conduct. It is said that this year 85 per cent. of the men received 
the rewards. This is the fifth time the company has made New 
Year gifts of this kind. 


The Chicago, Burlington & Quincy has established a Bureau of 
Employment, which will supervise, over the whole of the com- 
pany’s lines, all applications for employment, except in unskilled 
labor; also the records of all employees in the service. The Super- 
intendent of the bureau is J. N. Redfern, who is also Superintendent 
of the Relief department. 


The Pittsburgh Railways Company, operating the street car 
lines in Pittsburgh, Pa., has adopted a rule that passengers must 
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is a considerable improvement over the best previous practice. 
These trains stop at intervals of about 114% to two miles and are 
run under the block system, with overlaps, so that except at sta- 
tions trains when running at full speed have to be kept something 
more than a half mile apart. Under the new arrangement there 
is at a busy station like that in Forty-second street, a man with a 
stop watch, situated where he can have an unobstructed view of 
the whole length of the platform, who by a bell signal orders the 
trains started after they have been stopped 45 seconds, except in 
cases where (a) the passengers desiring to alight have not all got 
out or (b) the station platform is so crowded that it is necessary 
to send away some of the waiting passengers. It is said-that but 
comparatively few passengers have had to wait for a later train by 
reason of the shortening of stops. The policemen now on duty at 
the express stations have succeeded in making passengers distribute 
themselves along the platform better than formerly, thus relieving 
the congestion at the entrances of the cars at the middle of the train. 








New Signal Orders. 





The Union Switch & Signal Company’s orders booked during De- 
cember last total a larger sum than in any month since August. 
They are larger, too, than for the corresponding month in 1906. It 
is also significant and worthy of note that no overwhelmingly large 
order, during this past month, swells the total. It consists of a great 
many orders from many railroads. The block signaling orders are 
comparatively slight; the bulk of the business now is in supplies 
and orders for minor installations of interlocking plants. Colonel 
Prout has for the past six months considered the outlook serious, and, 
in mentioning the above facts, says that they do not at ail coincide 
with his somewhat pessimistic theories of the to be expected results 
of the financial disturbance. 








New Pattern of Pressed Steel Carline. 





The pressed steel carline made by the Cleveland Car Specialty 
Co., Cleveland, Ohio, was described in the Railroad Gazette, April 
29, 1904. A new pattern is now being made, 
a drawing of which is shown herewith. It 
combines a channel and U section, to give a 
maximum of strength and lightness. The 
channel also provides room for a 5-in. nailing 
strip, which is bolted to it, giving a wide 
support for the longitudinal course of boards. 

Because of their lightness and strength, 
fewer pressed steel carlines are required per 
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car than wooden ones and an appreciable re- 














duction in weight is gained. Also, in most 





Pressed Steel Carline. 

pay fare on entering the cars. This action is taken without waiting 
to provide special large-platform cars, as in Montreal. The main 
object, it is said, is to keep the conductor always at the rear plat- 
form, where he can have control of the brakes while descending 


hills. 


The Central of New Jersey, which has been notified by the New 
York, New Haven & Hartford that through freight traffic between 
the two lines by way of New York harbor will no longer be encour- 
aged by the New Haven, has filed with the Interstate Commerce 
Commission a formal petition asking the Commission to order the 
New Haven to pay the regular rate (50 cents a day) on freight cars 
sent by the Central to the New Haven; or, if the Commission does 
not approve the rate, that a fair per diem rate be prescribed. The 
other roads terminating in New Jersey have joined the Central of 
New Jersey in the petition—namely, the Pennsylvania, the New York 
Central (West Shore), the Erie, the Baltimore & Ohio, the Lehigh 
Valley, the Delaware, Lackawanna & Western, the Philadelphia & 
Reading, the Delaware & Hudson, and the Lehigh & Hudson River. 
From this action it would seem that the New Haven has not settled 
its car service balances for the months of October and November. 
The complainants declare that 50 cents a day is below a reasonable 
rate. 








"Improved Service on the New York Subway Lines. 





By shortening and more strictly regulating the stops at sta- 
tions, the officers of the New York City Subway have succeeded 
in running express trains in the busy hours at the rate of 30 trains 
an hour and in exceptional cases a little better than this. 


This 


cases, greater inside clearance is obtained. 
These pressed steel carlines are made in sev- 
eral patterns, for different types of cars. The one shown here is 
for an outside metal roof. 








State Regulation of Railroad Details. 





The New York State Public Service Commission, First District, 
on Dec. 27 issued orders to railroads on a great variety of subjects. 
Two orders applying to the Staten Island Rapid Transit Railway 
and the Staten Island Railway Company provide that the companies 
shall install warning bells at all crossings; signs requiring the engi- 
neers to ring their bells at certain specified places; gates at speci- 
fied crossings of especial danger; all stations to be adequately 
lighted, as well as trains; all trains to be run to connect with in- 
coming and departing boats at the municipal ferry at St. George. 
The Staten Island Rapid Transit is ordered to abate smoke and 
noise nuisances at the freight yards on the west side of the island. 
Unnecessary labor on Sundays is prohibited. 

The Staten Island Railway is commanded to place a flagman 
at a specified crossing in Tottenville; to lay planking where its 
tracks cross certain streets to make a level crossing, and to run 
three additional trains daily on Sundays and holidays. The number 
of cars and the times are specified. The Brooklyn Union Elevated 
is ordered to repair its waiting rooms at the 36th street station, 
which now are used chiefly as store-rooms for working materials, 
and to erect windbreaks there to shelter passengers. This work 
must be completed by January 25. The Interborough (New York) 
is directed to resume a discontinued service along Aqueduct avenue, 
from Kingsbridge road to the 155th street terminus. The commis 
sion also adopted a resolution providing for the widening of the 
subway stairway leading from Vanderbilt avenue at the Grand 
Central Station. 
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Chandler Clutch Planer. 


The Chandler Planer Co. has been testing at its shop at Ayer, 
Mass., a clutch-driven planer, shown in the accompanying illus- 
tration. The planer removes the side of the head, up to the web, 
on a pair of extra hard 70-ib. relay switch points, cutting back 
to reduce 


9 ft. in less than 6 minutes, The company expects 
that time about 30 per cent. At a cutting speed of 20 ft. it 
removed from a 40-point carbon steel forging a chip “4 in. deep 
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with % in. feed. It runs fer hours on a 14-in. stroke without any 
indication of injurious heating or wearing. 

It is 42 in. x 20 in. x 20 ft. and weighs about 30 tons. In order 
to subject the clutches to the severest class of work, the planer 
is of the frog and switch type. Its cutting speed is 20 ft., with 
a return of 4:1. The cutting belt is 10 in. double and runs at a 
speed of 1,860 ft. per minute with ratio of 93 ft. of belt to 1 ft. 
The reversing belt is 5 in. wide and runs at a speed 
The dimensions of most of the tools 
in. x 3 in., and were of various makes 


of platen. 
of 3,900 ft. per minute. 
used in the test were 214 
of high-speed steels. 

The two multiple disk clutches are within the bed of the 
planer on the second shaft, and are set by mechanism operated 
by the planer, All the dog or the operator can do is to trip the 
mechanism. The advantages claimed for the clutches are that they 
provide a maximum bearing surface with a fixed minimum slip, 
avoidance of metal contact, a positive rather than a friction lock- 
ing, elimination of shock, reduction of momentum, locking pro- 
portionate to the load, and impossibility of slipping when once set. 

The heating problem, which, perhaps, of all others, is the 
most to be feared, is overcome by sufficiently large bearing sur- 
faces, made up of multiple disks; alternate disks being keyed 
to the shaft and shell of the clutch, and. all moving laterally. 
When clutch is closed they are pressed together. The amount of 
slip before locking is accurately determined by a timing device 
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speed of 4:1, requires 6 to 7 h.p. on either stroke. To reverse 
requires about 20 h.p. On severe cutting loads the clutches hold 
without slipping under a load of over 50 h.p. 








INTERSTATE COMMERCE COMMISSION RULINGS. 
Reduced Rates Ordered for a Fixed Period of Time. 


In an opinion rendered by Commissioner Harlan the Commis- 
sion has announced its decision in the case of the Holcomb-Hayes 
Company against the Illinois Central and the Southern. These com- 
panies in December, 1905, leased the Tennessee Central and a few 
days later canceled the through tariffs formerly in effect over that 
road. When this occurred complainant was engaged in filling a 
contract for delivering a large number of ties at Pawnee Junction, 
Bloomington and Paxton, Illinois, from various shipping points on 
the Tennessee Railroad. Instead of waiting for the readjustment 



















Chandler Clutch Planer. 


between the primary clutch and the main clutch. The two clutches 
operate on the principle of a differential, and the amount of 
locking of the main clutch is therefore determined by the differ- 
ence in movement of the two clutches. It is obvious that any 
slip of either clutch increases the grip of the main clutch, and 
insures the clutches, always locking in proportion to the load 
In a sense, the main clutches are positive rather than friction. 
The shell of the main clutch is a case within which the disks run 
in a bath of oil. The oil not only iubricates and’ reduces the 
chance of heating, but serves as a cushion. So long as the disks 
do not come into metal contact there can be no wearing and no 


heating. One clutch engages with the cutting belt shaft and one 
with the reversing belt shaft. Consequently, one clutch is idle 
while the other is in operation. This gives the idle clutch a 


chance to rest and become thoroughly lubricated before engaging. 
When engaged, both the primary and main clutch revolve as one 
clutch. 

As momentum is the product of weight multiplied by velocity, 
every material reduction of either greatly reduces the difficulty 
of reversing. The clutches are on the second shaft, and the only 
parts of the clutch that reverse are the disks that are keyed to 
the shaft. The clutch case and all the other operating mechanism 
moves constantly in one direction. Supplementing the primary 
and main clutches is a mechanically operated device which insures 
a proper and positive engagement of the primary clutch and leaves 
nothing to the mischance of dogging, and provides a proper 


margin of safety to meet all the conditions of varying platen load. 
To run the planer light at a cutting speed of 20 ft., with return 


of rates, he made tho shipments and was charged an alleged un- 
reasonable rate, for which he claimed reparation. The Commission 
awarded $3,071 reparation and required defendants to publish and 
keep in effect for one year a rate not to exceed 19% cents per tie. 
The Commission further declared that it does not approve the prac- 
tice whereby a carrier puts in rates with a clause under which they 
expire after a short time. It appears that this is sometimes done 
for the purpose of enabling the Commission to do justice in a par- 
ticular case. In order to prevent the discriminations which the Act 
was intended to defeat, the Commission, in such cases, will here- 
after require the rates to remain in effect for a definite period of 
time, to be designated in the order. 








New Road Not Encouraged to ‘‘Divide the Traffic’? With Old. 
In an opinion by Commissioner Harlan the Commission has an- 
nounced its decision in the case of the Chicago & Milwaukee Elec- 
tric Railroad against the Illinois Central and others. The Com- 
mission holds that the act makes no distinction between railroads 
that are operated by electricity and those that use steam locomo- 
tives. The complainant made application for the establishment of 
through routes and joint rates on freight in both directions between 
points on its own line and points on the lines of the defendants, 
but it appeared that the shipping community was already supplied 
with a reasonable or satisfactory through route, and the Commis- 
sion decided that the complaint should be dismissed. 
The Commission further declared that the proviso in section 
15 of the amended law limiting the power of the Commission to 
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establish through routes and joint rates to cases where ‘No reason- 
able or satisfactory through route exists” is to be interpreted as 
meaning that the law is not intended to afford a means by which 
new lines, with the aid of the Commission, may profitably force 
their way into shipping districts built up and already well served 
by older lines, and thus seize and divide with the latter such trattic 
as may be offered. The purpose of the clause was to afford r-lef 
to shipping communities and not to aid carriers to acquire stratezic 
advantages in their contests with one another. 








Miscellaneous Rulings. 





A number of administrative rulings, involving questions of im- 
portance affecting the operation of the interstate commerce law, 
have been issued by the Interstate Commerce Commission. 

It is held that employees of produce companies must pay full 
fare in traveling to points on the carriers’ lines where they expect 
to obtain consignments and become caretakers. 

It is also held that the limitation of rates to shipments handled 
by steam power as against those handled by electric power is wun- 
lawful and must be eliminated from the tariff. 

The Commission adheres to its previous ruling that carriers 
must exhaust their legal remedies to collect undercharges from con- 
signees before filing their petitions for redress. 

A tariff containing a new reconsignment privilege cannot be 
applied retroactively for a previous reconsigned shipment, and can- 
not be accepted for the basis of a refund. 

The granting by carriers of commissions to persons acting as 
consignees on import merchandise, it is decreed, is a practice that 
cannot be sanctioned. 

The Commission holds it has no power to relieve carriers from 
the obligations of tariffs providing for demurrage charges on the 
ground that such charges have been occasioned by a strike. 

Where stock in one railroad company is owned by another rail- 
road company, but both maintain separate organizations and report 
separately to the Commission, it is decided that they may not law- 
fully carry freight free for each other. 

When, after complaint is made and before a hearing, a rate is 
reduced to the sum demanded by the complainant, the order dis- 
posing ¢f the proceedings will be made to require the maintenance 
of that rate as a maximum for not less than two years. 

A tariff filed without naming a date on which it was to take 
effect was held unlawful and as never having taken effect. 








OBITUARY NOTICES. 





Edward Payson Rogers, formerly Assistant General Freight and 
Passenger Agent of the Southern Pacific lines in Oregon, died at 
his home in Portland, December 21, at the age of 77. Mr. Rogers 
was one of the pioneers of the northwest, having gone from [Iowa 
to Oregon in 1877. He was born in Vermont and before going to 
the Pacific Coast was General Freight and Passenger Agent of the 
Burlington, Cedar Rapids & Northern. His entire railroad career 
of 30 years in Oregon was passed on lines which finally were all 
merged into the Southern Pacific. He retired from active service 
in 19083. 








ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


Beaumont & Great Northern.—Leroy Trice, formerly Vice-President 
of the International & Great Northern, has been elected a Direc- 
tor and Vice-President of the Beaumont & Great Southern, with 
headquarters at Palestine, Tex. 


Canadian Pacific—Grant Hall, Assistant Superintendent of Motive 
Power, will also assume the duties of Assistant to the Seccnd 
Vice-President, succeeding William Cross, whose office has been 
abolished. 


St. Louis & San Francisco.—W. F. Evans, General Attorney, has been 
appointed General Solicitor, succeeding L. F. Parker, deceased. 


Operating Officers. 


Chesapeake & Ohio.—This road will hereafter be operated in three 
general divisions, as follows: The Virginia General division 
will consist of the Richmond division and Clifton Forge divi- 
sion; the West Virginia General division will consist of the 
Hinton division, Huntington division and Greenbrier division, 
and the Kentucky General division will consist of the Ashland 
division (formerly Kentucky division) and Cincinnati division. 
The following Superintendents have been appointed: J. W. 


Knapp, Division Superintendent, has been appointed General 
Superintendent of the Virginia General division, with office at 
Richmond, Va. 


E. J. King, Trainmaster, has been appointed 
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Superintendent of the Richmond division, with office at Rich- 
mond, Va. E. P. Goodwin, Division Superintendent, has been 
appointed General Superintendent of the Kentucky General 
division, with office at Covington, Ky. J. A. Fox, Assistant 
Division Superintendent, has been appointed Superintendent of 
the Ashland (formerly Kentucky) divisicn, with office at Ash- 
land, Ky. J. P. Stevens, Assistant Division Superintendent, has 
been appointed Superintendent of the Cincinnati division, with 
office at Covington, Ky. The office of Assistant Superintendent 
of the Kentucky division and the office of Assistant Superin- 
tendent of the Cincinnati division have been abolished. 

Ohio River & Columbus.—E. H. Blair, Vice-President, has been ap- 
pointed General Manager, with office at Ripley, Ohio, and the 
position of Superintendent is abolished. 





Oregon Short Line.—J. M. Davis, Assistant General Superintendent, 
has been appointed Acting General Superintendent of the Oregon 
Short Line and the Southern Pacific lines east of Sparks, with 
headquarters at Salt Lake City, Utah, succeeding E. Bucking- 
ham, resigned. 


Secboard Air Line.—R. E. Boswell, Superintendent of the Alabama 
Great Southern at Birmingham, Ala., has been appointed Super- 
intendent of Transportation of the Seaboard Air Line, succeed- 
ing H. W. Standley. 


Traffic Officers. 


Chicago & Alton—E. A. Keane, Assistant General Freight Agent of 
the Toledo, St. Louis & Western at St. Louis, has been ap- 
pointed to the same office on the C, & A., and will have charge 
of the freight business of both roads at St. Louis. 

C. J. Chisam, Assistant General Freight Agent of the C. 
& A. at St. Louis, has been transferred to Chicago, where he 
will have supervision, with the same title, of the coal and 
lumber traffic of the C. & A. and the Toledo, St. Louis & Western. 

B. C. Stevenson, Assistant General Freight Agent of the 
Toledo, St. Louis & Western at Toledo, has been transferred to 
Chicago. He will hold the same title on the Toledo, St. Louis 
& Western and the C. & A. 


E. M. Davis, Traveling Freight Agent of the Toledo, St. 
Louis & Western, has been appointed Division Freight Agent 
at Toledo. 

The authority of George B. Simpson, Assistant General 


Freight Agent of the C. & A. at Kansas City, is extended over 
the Toledo, St. Louis & Western. 

D. Bowes, Assistant General Passenger Agent of the C. & A. 
at St. Louis, has been appointed Chief Assistant General Pas- 
senger Agent of both the C. & A. and the T., St. L. & W. 

R. J. McKay, Assistant General Passenger Agent of the 
T., St. L. & W. at St. Louis, has had his jurisdiction extended 
over the C. & A., and will move his headquarters to Chicago. 

T. J. Burns, of the T., St. L. & W. at Kansas City, becomes 
Assistant General Passenger Agent of both roads. 

C. R. Davidson has been appointed Assistant General Pas- 
senger Agent of the C. & A. at Chicago. 

Chicago, Rock Island & Pacific—The headquarters of G. B. Albright, 
Assistant General Freight Agent, have been transferred from 
St. Louis, Mo., to Kansas City, Mo., succeeding K. M. Wharry, 
resigned. 

International & Greai Northern.—R. E. Lee, chief clerk in the gen- 
eral passenger department, has been appointed Assistant Gen- 
eral Passenger Agent, with office at Palestine, Tex., succeeding 
G. D. Hunter, promoted. 

Kansas Cily Southern.—H. A. Graber, commercia! agent, has been 
appointed General Agent, with office at St. Louis, Mo., succeed- 
ing C. #4. Ivers. 

Missouri, Kansas & Texas.—J. E. Arnold has been appointed Travel- 
ing Manager of dining car service between St. Louis and New 
Orleans. 

Toledo, St. Louis &€ Western.—See Chicago & Alton. 

Wabash.—R. W. Owens, heretofore commercial agent at Denver, 
Colo., has been appointed General Agent of the passenger de- 
partment, succeeding P. P. Hitchcock, resigned to go into other 
business. 


Engineering and Rolling Stock Officers. 


Chicago & Alton.—Charles E. Fuller, Superintendent of Motive 
Power, has resigned, effective January 1. Peter Maher, Super- 
intendent of Motive Power of the Toledo, St. Louis & Western, 
will now hold that office for both the T., St. L. & W. and the 
C. & A. 


Chicago, Cincinnati & Louisville—K. L. Dresser has been appointed 
Master Mechanic, with headquarters at Peru, Ind., succeeding 
G. W. Dickson, resigned. 
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Grand Trunk.—G. W. Dickson, Master Mechanic of the Monon at 
Peru, Ind., has been appointed Master Mechanic of the Grand 
Trunk in Canada. K. L. Dresser succeeds Mr. Dickson. 








LOCOMOTIVE BUILDING. 





The United States Government, Engineer Corps War Depart- 
ment, Portland, Ore., has ordered three Forney locomotives weigh- 
ing 17 tons, with 9-ir. x 14-in. cylinders, from the Davenport Loco- 


motive Works. 








CAR BUILDING. 





The Grand Trunk is said to be figuring on six or eight cars. 


The Waterloo, Cedar Falls & Northern has ordered two inter- 
urban electric cars and five 10-bench open cars from McGuire-Cum- 
mings Company for April delivery. 








RAILROAD CONSTRUCTION. 





New Incorporations, Surveys, Ete. 

ARKANSAS, OKLAHOMA & WESTERN.—Surveys are being made for 
an extension of this road from Rogers, Ark., northeast to Eureka 
Springs and from Siloam Springs, Ark., west to Pryor Creek, Okla., 
a total of 40 miles. Contract let for some of the work to the W. R. 
Felker Construction Company, of Rogers, Ark. 


BresseMER & LAKE ErRizr.—The extension of the Western Alle- 
gheny to West Pittsburgh, where a connection is to be made with 
the Pittsburgh & Lake Erie and with the Baltimore & Ohio, will 
be finished and put in operation early in 1908. The new line is 
two miles long. It runs from the present terminal of the Western 
Allegheny near Cascade Park, Pa., through Shenango township to 
West Pittsburgh. 


BLAIR LUMBER ComMPANY’s Roap.—Contract has been given to 
Vito Greco, of Ligonier, Pa., for building a line for this company 
from Laurel Summit, Pa., to Indian Creek, four miles. Address 
J. W. Baker, Ligonier. 


BurraLo CREEK & GAULEY.—Surveys are made by this company 
for an extension from Cresmont, W. Va., to Camden-on-Gauley, 40 
miles. Wm. D. Janney, Chief Engineer, Clay, W. Va. 


CAROLINA VALLEY.—This company is building an extension from 
Thomasville, N. C., to High Point, six miles, and from High Point 
to Greensboro, 16 miles; also from High Point to Winston-Salem, 
21 miles. 


CHICAGO & WABASH VALLEY.—This company is building an exten- 
sion from Dinwiddie, Ind., north to Gary, 20 miles. 


DuLtutH & NoRTHERN MINNESOTA.—This company, which last 
year extended its line north in Minnesota five miles to mile 50, is 
making surveys from that point north to mile 170. 


FLORIDA CENTRAL.—An officer writes that this company, which 
last year built 28 miles of line in Georgia and Florida, is building 
with its own men an extension from Maysville, Fla., north to Rod- 
denburg, Ga., 22 miles. J. L. Philips, President, Thomasville, Ga. 


GRAND Rapips & INpIANA.—See Pennsylvania Lines West. 


KENTUCKY MipLANp.—Contract has been given to A. B. Wood, of 
Cottage Grove, Ore., for building an extension from Cypress Creek, 
Ky., to Midland, four miles. Surveys under way for an extension 


from Midland to Madisonville, 13 miles. M. M. Wheeler, Chief 
Engineer, Central City. ze 

LirtrLeE River.—Contract let to J. W. Anderson & Co., of Town- 
send, Tenn., for an extension from Forks, Tenn., to Trenthams, four 
miles. 


LOUISIANA & Pink Buiurr.—Contracts have been given to S. R. 
Neel, of Huttig, Ark., for building an extension from Dollar Junc- 
tion, Ark., to New London, 15 miles. An extension is projected 
from New London to Wilmington, 15 miles further. 

MINIDOKA & SOUTHWESTERN.—See Union Pacific. 

MorEHEAD & NortH ForK.—This company is building with its 
own men an extension from Paragon, Ky., southeast to Redwine, ten 
miles. 

MountTAIN CENTRAL.—This company has projected a 12-ft. line 
from Campton, Ky., northeast to Hazel Green, ten miles. J. C. M. 
Day, General Manager, Clay City, Ky. 


NORTHWESTERN RAILROAD.—See Union Pacific. 
OREGON RAILROAD & NAVIGATION.—See Union Pacific. 


OREGON SHORT LINE.—See Union Pacific. 


OREGON, WASHINGTON & IpDAHO.—See Union Pacific. 
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PENINSULA Rai~way.—An officer writes that this company, 
which has projected a line from Bartow, Fla., west to Tampa, 50 
miles; also from Bartow southwest to St. Lucie, on the Atlantic 
coast, has four miles graded and track laid on about one mile. 
Work has been stopped on account of the financial stringency. E. C- 
Stuart, President, Bartow, Fla. 


PENNSYLVANIA & MARYLAND STREET (ELeEctTRIc).—It is reported 
that this company, which is building a line to connect Salisbury, 
Pa., Meyersdale, Berlin and Somerset, now nearly finished, will build 
a line through Somerset county to Johnstown, where a connection 
is to be made with the South Cambria. 


PENNSYLVANIA LINES West.—The Grand Rapids & Indiana has 
given contracts to the McDonnel-O’Connor Company, of Grand 
Rapids, Mich., for building a 10-mile extension from Ardis, Mich. 
Surveys are being made from Harbor Springs northwest 12 miles. 


SoutH OMAHA & WESTERN.—See Union Pacific. 


ToLepDo, St. Louis & NEw OrLEANS.—Negotiations are under way 
between this company and residents of Paducah, Ky., to secure an 
entrance to that place. The company, several years ago, asked for 
a bonus of several thousand dollars, agreeing to make this point a 
terminal and to spend $500,000 on improvements. 


TopeKA & NORTHWESTERN.—See Union Pacific. 
UMATILLA CENTRAL.—See Union Pacific. 


Union Paciric.—The report of this company for the year ended 
June 30, 1907, shows work is under way by the following companies: 

Work on the projected line from Hershey, Neb., to Northport, 
about 115 miles, has been finished for 54 miles and work is pro- 
gressing on the remaining 61 miles. 

South Omaha & Western.—Grading on this double-track line 
from South Omaha, Neb., to Lane, about 11.60 miles, is nearing com- 
pletion. 

Topeka & Northwestern.—Grading on the extension from Onaga, 
Kan., to Marysville, 32.31 miles, is progressing, and it is expected 
to finish the line by May 1, 1908. This line, in connection with the 
trackage arrangements over the St. Joseph & Grand Island Railway, 
will effect a saving of about 98 miles between Kansas City, Mo., and 
Cheyenne, Wyo., as against the Denver line, and will also open a line 
between these points of much more favorable gradients and curva- 
tures than via Denver. 

Oregon Short Line——An extension of the North Kemmerer 
branch, in Wyoming, along Willow creek, about eight miles, is near- 
ing completion. 

Minidoka & Southwestern.—On the extension from Twin Falls, 
Idaho, to Buhl, 15.82 miles, work has been finished. 

Northwestern Railroad.—This company was organized to build 2 
line from Blake’s Spur, Ore., northward along the west side of the 
Snake river to Homestead, Ore., 58 miles. Grading is under way 
along the entire line. 

Yellowstone Park.—Of the remaining 53.97 miles of this line, | 
21.15 miles are finished. Grading under way on the remaining 32.82 
miles. 

Oregon Railroad & Navigation.—On the extension of the Elgin 
branch, from Elgin, Ore., to Joseph, about 40 miles are graded ready 
for track, and grading is progressing on the remaining 14 miles. 

Oregon, Washington & Idaho.—Track has been laid from Texas 
City, Wash., to Almota, 37 miles, and grading on the remaining 35 
miles has been finished. 

Umatilla Central—This company, which was organized to build 
a line from a point near Pendleton, Ore., to Pilot Rock, 14.50 miles, 
has finished the line. 


UNITED TRACTION CompaANy.—Contract has been let to A. W. 
Sykes, of Sykesville, Pa., for building seven miles of electric line 
from Sykesville, Pa., to Big Run. E. W. Hess, Chief Engineer, Du 
Bois, Pa. 


WESTERN ALLEGHENY.—See Bessemer & Lake Erie. 


WESTERN Paciric.—This company is rushing work in the foot- 
hills of the Sierra Nevada mountains. George J. Gould, in speaking 
of the work carried out during last year, states that with 8,000 men 
at work more earth and rock has been moved than 30,000 men have 
moved on the Panama canal. During the first eleven months of 
1907, 11,471,300 cu. yds. were moved, more than half of which was 
rock, as compared with 8,151,645 yds. moved on the Panama canal. 
In addition, the Western Pacific during the same period has driven 
more than three miles of tunnels, most of which are lined; has built 
a large amount of masonry, and erected numerous steel bridges. 
Nearly 200 miles of detached main line steel track was laid and bal- 
lasted and a number of stations have been put up; also water tanks, 
coal chutes and telegraph lines. The Utah Construction Co., of 
Ogden, Utah, and the E. B. & A. L. Stone Co., of Oakland, Cal., are 
at work on the remaining 577 miles to finish the line from Salt Lake 
City, Utah, west to Oakland, Cal., a total of 929 miles. 


YELLOWSTONE ParK.—See Union Pacific. 














ANNUAL REPORTS. 


UNION PACIFIC RAILROAD COMPANY—TENTH ANNUAL REPORT. 


INCOME FOR THE YEAR. 
The gross receipts and disbursements of the Union Pacific Railroad and 
auxiliary companies, after excluding all offsetting accounts between them, 


were as follows: 
907. 1906. 


Average miles of rail lines operated during year 5,644.55 5,408.55 
Transportation Operations. 

Gross transportation receipts ...........-+eee. $76,040,726.65 

aoa lassi ciovane wwe Sew ein laiiara ee $40,574,889.10 

relate ae eect eran mies Same tat dbs oc or eh ay aa enna ae at aL eo hai 2,069,734.46 


PEER Ce $42,644,623.56 


$67,281,542.60 


$35,261,170.84 
1,702,602.32 


$36,963,773.16 
$30,317,769.44 





Operating expenses 
Taxes 





Total operating expenses and taxes 





Receipts over operating expenses and taxes. .$33,396,103.09 
Fixed Charges. 


Interest on funded debt outstanding........... $8,640,608.34 $8,870,898.05 
Sinking fund, Utah & Nor. Ry. Co. cons. mtg... 12,013.33 12,013.83 
Rentals to Un. Pac. Equip. Ass’n,, for equipment 153,578.76 Pa ee 





$8,806,200.43 $8,882,911.38 


$21,434,858.06 





Surplus after payment of fixed charges ..... $24,589,902.66 


Application of Surplus. 
Dividends on stocks of Union Pacific R.R. Co. : ; 
2 per cent. on preferred, paid Apr. 1, 1907.. $1,990,882.00 1 
1,990,882.00 ay 


990, 

2 per cent., on preferred, payable Oct. 1, 1907 990 
3 per cent. on common, paid April 1, 1907... 5,864,337.00 3.776,497.00 
ie per cent. on common, payable Jul. 1, 1907 2,932,168.50( 5,864,337.00 
1% per cent. on common, payable Oct. 1, 1907 2,932,318.50 5 
On stocks of Ore. R. & Nav. Co. outstanding : 

2 per cent. on prfd., paid Jan. 1, 1907... 134.00 134.00 

2 per cent. on prfd, payable July 1, 1907 98.00 134.00 








$15,710,820.00 $15,622,866.00 





Surplus after payment of dividends........ $8,879,082.66 $5,811,992.06 
Income Other Than from Transportation Operations. 


Interest on bonds owned other than Ore. Sh. L. 
and Ore. R.R. & Nav. Companies........ 
Dividends on stock owned other than Ore. Sh. L. 


$258,844.28 $297,910.67 





and Ore. R.R. & Nav. Companies........ *11,563,105.25 7,237,916.67 

Bal. rentals from steamships, other property, etc 242,458.14 506,179.24 
Bal. int. on loans and open accounts other than 

with auxiliary companies .............. 2,287,809.02 

ROABE fcsre eto ans BOR ee Wee es meee $12,064,407.67 $10,329,815.60 
Less—balance of interest on loans and on open 

accounts other than auxiliary companies. 477,389.45 aaaies Woke Maca 





WRIA OR oes o ero osc elec Coe MEM eR OS $11,587,018.22 $10,329,815.60 
Deductions—Dividends on Union Pacific stock : 
2 per cent. on common, paid Apr. 1, 1907.. $3,909,558.00 sue a hades 
1 per cent. on common, payable July 1, 1907 1,954,779.00 | $3,909,558.00 
1 per cent. on common, payable Oct. 1, 1907. 1,954,879.00 § 


MI CIE RL CREOLE $ 7,819,216.00 $3,909,558.00 





Total deductions 





NI ci ace ate eccetiates $3,767,802.22 $6,420,257.60 
Total surplus from transportation and other ’ ; 
income after payment of dividends. ..... $12,646,884.88 $12,232,249.66 


Applied as follows: 








For betterments made during the year...... $1,959,002.03 $2,700,000.00 
For betterments and additions of branch lines ep wee alae dis 500,000.00 
MOG HOW COMIDIMONG. So55.5 cc cence ee cess hai ei gcadeleus 1,000,000.00 

NR GE GN 5605 Ns slash cnelcei i eidlas Dewan dee Be Dies $1,959,002.03 $4,200,000.00 

TROL BIRR se. oa oe Se ole a He Wee eel ee es $10,687,882.85 $8,032,249.66 
Increase in net surplus, 1907 over 1906........ 2,655,633.19 eadeiceeawe 





*Does not include dividends of $2,015,962.50, declared since July 1, 1907, 
for year ended June 30, 1907, on shares of Atchison, Topeka & Santa Fe, Bal- 
timore & Ohio, and the Illinois Central railroads. 


ASSETS AND LIABILITIES. 

The assets and liabilities of the Union Pacific Railroad and Auxiliary Com- 
panies are shown in detail in Table No. 5. The securities of the Auxiliary 
Companies owned by the Union Pacific Railroad Co. and of the proprietary 
railroads which are operated as an integral part of the system and are owned 
by the Union Pacific Railroad and auxiliary companies, as well as all offsetting 
accounts between the companies, are eliminated, thus dealing only with the 
securities in the hands of the public and the assets due from and liabilities due 
to the public. 

The increase or decrease in assets and in liabilities since the last report, 
briefly stated, is as follows: 


Increase in Assets. 


Cost of railways, equipment and appurtenances, as shown in 

detail under ‘“‘Capital Expenditures” 
Stocks and bonds, including $18,000,000 San Pedro, Los Angeles 

& Salt Lake R.R. Co. 4 per cent. bonds taken over in 

settlement for advances 
Mitewinl SaG ait OUCi s.. oo o\eiodis boinc hse ok ein cla ele'ee ee ecb’ 
Current cash accounts 
Iixpenditures for construction of new lines, for 

terminal properties and for rolling stock.$14,468,083.22 
Less : Expenditures for construction of new lines 

in preceding years, dealt with as deferred 

assets in last year’s report, transferred 

this year to cost of railroads, equipment 

and appurtenances 


$21,073,150.32 


113,175,005.75 
2,051,621.24 
1,041,225.22 


Coker eke ee ee ee ek ee es or a 


6,040,260.03 


<EUCCE CCE eRe 8,427,823.19 








"ROCA iC rOR Re MC ARAOUR. 6 he o.c:5 kn bac cra deed o waneeaec ams $145,768,825.72 


Deduction—Received from San Pedro, Los An- 








goles & Salt Lake Ho W. CG... 2 05 ccscciee $17,300,000.00 
Decrease in cash and demand loans ......... 45,398,034.05 
Decrease in unadjusted accounts ........... 68,276.16 
—_—_—_—_— 62,766,310.21 
GM ONGNie NIV ARROIR tS 2. ce ac cece davaceieuseeweced $83,002,515.51 
Increase in Liabilities. 
COR MUROUN os 6 oo cca ae ore cdienceowcawwate $29,130.00 
CUBED CHO SOCOUMIS << 555k co hcscc ccc caancces 2,185,834.56 
Loans aud Bills payable. «i.e cecccccccscvece 69,050,220.00 
Reserve depreciation and replacement of equipmt 420,688.56 


1,503,623.16 


Due to proprietary companies 
97,724.01 


Insurance, trust and hospital funds. ........... 


$73,287,220.29 
466,500.00 


Deduct—Decrease in funded debt. ............. 
72,820,720.29 








Net Increase of assets (gain in profit and loss)........... $10,181,795.22 


Since the close of the year the company has sold $75,000,000, face value. 
“‘20-Year 4 Per Cent. Convertible Gold Bonds,” hereinafter referred to, and the 
proceeds have been applied to the discharge of current liabilities. 

There were sold during the year: 

64,000 shares Great Northern Railway Co. .......$19,220,000.00 
92,000 <“ Northern Pacific Railway Co....... 18,954,055.56 


13,200 Great Northern Railway Ore Crtfs.. 1,021,789.63 
TRGUIEN a x o.0. 6 0a Paes AP ewe auclciea cae hae ndees $39,195,845.19 


which was credited against the cost of stocks owned. The proceeds from the 
sale of above stocks, together with the sales reported in the annual reports for 
the years 1905 and 1906, amounted to $117,869,799.66. 

The state of the account in respect of the cost of the stock of the North- 
ern Securities Company and of the preferred stock of the Great Northern Rail- 
way Company acquired under subscription rights, and the amount realized 
from the sale of stocks received in the distribution of the stocks of the North- 
ern Securities Company, is as follows: 

Cost of 824,918.71 shares Northern Securities Company stock, $79,459,691.36 
~ 37,444.0 x Great Northern Railway Co. stock, 
acquired under subscription rights 3,744,400.00 


$83,204,091.36 


Total cost 
The amounts realized from the stocks sold were: 


For 100,000.00 shares Nor. Securities Co. stock* $16,880,019.46 
“ 163,600.89 ‘* Nor. Ry. Co. stock. 49,801,576.47 


“ 240,300.82 “ Nor. Pac. Ry. Co. stock. 50,166,357.97 
s i. Se Nor. Securities Co. stubs 56.13 
: $116,848,010.03 
“18,200.00 “ Gt. Nor. Ry. Co. ore etfs. 1,021,789.63 





é —___—. 117,869,799.66 
Amount realized from sales in excess of total cost of stocks.+. $34,665,708.30 


*Sold prior to distribution of Gt. Nor. Ry. Co. and Nor. Pac. Ry. Co. stocks. 

+Besides 90,364 shares Great Northern Ry., 77,164 shares Great Northern 
Ry. Ore certificates, 41,528 shares Northern Pacific Ry. and 7,249 shares 
Northern Securities stubs still on hand unsold. 





The annual dividends on the stocks amounted to $3,290,512.01. The 
average price realized per share was $168.80 for Northern Securities Com- 
pany, $304.41 for Great Northern Railway Company, $208.76 for Northern 
Pacific Railway Company, and $77.41 for Great Northern Railway Company 
ore certificates. At these prices the dividends averaged per annum 2.67 per 
cent. on Northern Securities Company stock, 2.30 per cent. on Great Northern 
Railway Company stock, and 3.35 per cent. on Northern Pacific Railway 
Company stock, or an average of 2.79 per cent. for all. It was therefore 
decided to dispose of these holdings and to reinvest the proceeds in securities 
yielding a greater return. 

Accordingly, there were purchased stocks costing $83,415,732.48, and, sub- 
sequently stocks of the Baltimore & Ohio Railroad Company costing $45,- 
466,960. The deferred payment on the latter purchase amounted to $36,393,- 
432, against which the company had on hand, unsold, 100,364 shares of 
Great Northern Railway Company and 79,528 shares Northern Pacific Rail- 
way Company stocks, worth, at the then prevailing prices, about $47,000,000. 

The state of the account in respect of these reinvestments, the value 
of Great Northern and Northern Pacific stocks unsold, and the annual divi- 
dends or interest are as follows: 


Annual Dividends 
,- or Interest. — 




















hare Cost. Rate. Amount. 
A, Ts & Pies Coe, Did.) os 2/0 100,000 $10,395,000.00 5 $500,000.00 
C., M. & St. P. Ry. Co., com.... 36,9 5,997,750.24 7 258,300.00 
C. & N.-W. Ry. Co., com........ 32,15 5,946,673.94 7 225,050.00 
Illinois Central R. R. Co....... 186,231 32,618,883.53 7 1,303,617.00 
N. Y. C. & H. R. 2 i See 142,857 19,634,279.93 6 857,142.00 
Railroad Securities Co., pf..... 18,984 1,917,988.42 4 75,936.00 
Railroad Securities Co., com.... 4,154 6,905,156.42 8 273,232.00 
MOS Stace eunede Dndeeyee ituaees $83,415,732.48 .. $3,493,277.00 
OOP te COs Dl ok o< neeteree 72,064 6,665,920.00 4 288,256.00 
BiG@G, Ha he CG, COs <b eae 323,342 38,801,040.00 6 1,940,052.00 
NRE Sarde dvducecewan eas Miwa: $128,882,692.48 .. $5,721,585.00 
Twenty-five per cent. paid on C., 
Mi @-86 F. By. Coe phic cae 18,450 461,250.00 5 23,062.50 
Twenty-five per cent. paid on C., 
M. » ee My. CO. COM: 6. 9,225 230,625.00 5 11,531.25 
Fifty per cent. paid on subscrip- 
tion to Gt. Nor Ry. Co. stk... 36,145.60 1,807,280.00 5 90,364.00 
Twelve and one-half per cent. . 
paid on subscription to North- 
ern Pacific Ry. Co. stk....... 24,916 311,424.00 7 21,799.68 
WORN i sc ccdeshawee te “udaa “Sadaead $131,693,271.48 .. $5,868,342.43 
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Value of unsold stocks 6n hand (market value June 29, 1907) : 
90, “ shares Great Northern 


a! A Es rr $11,837,684.00 
77,164 shares Great Northern 
Ry. ore certificates @ 58. 4,475,512.00 
41,.528 shares Northern Pa- 
cific Ry. Co. @ 129....... 5,357,112.00 
7,249 shares Northern’ Se- 
curities Stubs @ 100..... ° 724,900.00 


ee $22,395,208.00 1,036,653.00 
Proceeds from sale of Northern Securities, 

Great Northern and Northern Pacific stocks 

(from which the annual dividends amounted 


to $3,290,512.01) 


Total—Value of unsold stocks and proceeds 


117,869,799.66 





oe ee PO ee foe arene $140,265,007.66 

Cost of Northern Securities and of Great 
See INTNOUION 555) 5 cs Katee e's @ Bie 1e 41s 60 Steam 83,204,091.36 
SC ee eee ee ee $57,060,916.30 


Great Northern Rail- 


Annual income from reinvestment stocks, 
unsold... 


way, and Northern Pacific Railway stocks on hand, $6,904,995.43 


The income from the reinvestments yields an average of 4.46 per cent. 
against 2.79 per cent, on the original investment. This amounts to an 
annual gain of $1,968,424.72. 

The market value of Northern Securities, Great Northern, and Northern 
Pacific stocks which were sold for $117,869,799.06, would, if still on hand, 
have been, at the prices of June 29, 1907, $62,342,263.04, a shrink- 
age of $55,527,536.12 

The market value of the reinvestments made, at the prices 
of June 29, 1907, was $108,543,376.55, a shrinkage of...... 


23,149,894.93 





Increase in value by reinvestments...............2e00- $32,377,641.19 


The stocks and bonds owned, other than stocks and bonds of the Union 
Pacific Railroad and auxiliary companies, stand charged at the close of the 
year with $209,406,811.81, an increase during the year of $112,625,005.75. 
This increase was mainly in the aforementioned reinvestments, the purchase 
of $20,000,000 San Pedro, Los Angeles & Salt Lake Railroad Company 4 
per cent. bonds, the payment of $4,050,000, subscription of 25 per cent. to 
preferred stock of the Southern Pacific Company, and $2,022,540 paid for 
50,822 shares of the preferred and common stocks of the St. Joseph & 
Grand Island Railway Company. The details of the stocks and bonds owned, 
pledged and unpledged, and the increase or the decrease during the year, are 
shown in tables Nos. 9, 10 and 11. 

The details of the stocks and bonds of the Union Pacific Railroad and 
auxiliary companies are shown in tables Nos. 7 and 8. From table No. 8 
it will be seen that the companies own bonds, unpledged, to the amount 
of $83,432,500 face value. 

Including the miles of railroad released by the satisfaction of the Union 
Pacific Railroad Company first lien convertible 4 per cent, mortgage, the 
companies own, free of mortgage debt, the following miles of railroad and the 





entire outstanding stocks and bonds of the following railroads built in 

their interest : 

Union Pacific Railroad Co. : Miles. 
Jo ee ee ee SS TS Co irae rs 151.53 
WRAY, IHOD;, TP UODUATIAN, KEAN 6 oos iia s 6scs sce sive ecewene 189.05 
Valparaiso to Stromsburg, Rs AR Rete 53.30 
Stromsburg to Centrai City, BAO so oars te iesieis)are e945 Glewie eo iietn 21.98 
Blue Springs Junction to Blue PIPL AIRS IIIS a Sra end Gicie-ayeisis we .67 
RPRRNERIDELIL RD MADRS SSID oo se a. 5 ow ss 36,4 1640". 6 01% Wo Wile wi oes 00 50.37 
Oconee to Albion, Neb SRN sea TE eta Gc bte sais arate oth Seis a bub soe Wreiee 34.54 
ee DO CS ee ear err 44.42 
ROR MRITE RISLPIEER 0) RPE SEMIN  oisa i coca) 05/50. Geiss 10 0d) S-9 9 4:05 10 8x0 w569;8156 60.77 
Seotia Junction to Scotia, WGN ai ots gypsies as teens Ore sw oda. 1.37 
Boise TIE ORD MOOREND CONN MEDD <5 sa'-5:50.10 5s a isso Laine a. B:G\le 0:0. 18 pa WIeiwrieve are 6% 39.40 
Boelus to Pleasanton, NAS ES hs ea shee WEES Se 22.09 
URNA AD SERINE REETD So icp hg sais xe. 5|-055. oi 0 rho oie S06) 56 Sew anal 'a "em are 53.52 
Re ID MEINE ON AD Go va ve hg 5 5 v6 aliasia.ai p a sion ve [ace S086 4x54 Ie ts 59,0, 9.05 
CUS ES Sa CP ae |) ee 225.35 
Baum Mine Junction to Baum Mine, Col...................2. 0.96 
St. Vrain's Junction to: Grant Mine, Colic. coc sds sciesewiswices 6.47 
TORVENWOCTR TO BEUTONVAIG, TAT. 6.2 6.65. oi6.s0.c:0:0:0.6:0:0:2'0 esses 165.33 

Total, Union Pacihc Malirond Co. ....65.6. ccc sc osiccies cowes 1,130.17 

Oregon Railroad & Navigation Co. : 

LTO ide be LES)? a an eee 5.23 
Oe ge eS CL SS a eee eee ey eye ae 9.30 

All stocks and bonds of the following companies : 

Boise City Railway and Terminal Company................ 8.48 
Columbia River & Oregon Central Railroad Company......... 45.31 
Columbia Southern Railway Company...............c0.c000. 69.46 
Mailed Valley, TAUrond COMPANY «.....6 sc cics.ccvise ccsesieceene 46.40 
Paminour Vauey eWay COMIMANY..... 6 6 < 0:00 ccc 500 sinee caw ais 14.24 
Minidoka & Southwestern Railroad Company ............... 59.09 
Bt. Awthony Malleoad COMPA ..oan ccc seewcevecescevcwsss 37.46 
Baimon River MAMCond. COMPA... oo. vc wess ws cssscvewe 85.99 
Snake River Valley Railroad Company......... ae era 65.85 
Topeka & Northwestern Railroad Company.................. 37.50 
Wyoming Western Railroad Company.................c000- 19.02 
Yellowstone Park Hailroad Company. ......5..cscecccseces 16.40 

Usted NERO. 1a eica icicle micas Sivoo teen esis Se Sie Sia eee « 1,649.90 


The profit and loss surplus at the close of the year amounted to $52,- 
977,821.61, However, the actual annual surpluses since the company’s reor- 
ganization aggregated a much larger amount. ‘The above:profit and loss 
surplus of $52,977,821.61 is the sum that remained after applying against 
this account profits applied in diminution of the cost of stocks and bonds, 
appropriations from income applied in writing down the cost of railroads, 
equipment and appurtenances, and, also, liabilities created by appropriations 
from income and by charges to expenses. The items thus applied have been 
reported in detail in the several annual reports and were as follows: 


Profits from sale of Northern Securities, Great Northern and 
Northern Pacific stocks in excess of their cost ($34,665.,- 
708.30), credited against the aggregate cost of stocks and 
bonds (less = 55, 479.30 credited to profit — loss in 


PS ROR HOO) Hac utes ios sn ive esis low avs oi5 55 oie wie wie a $29,710,229.00 
Appropriations nace income for betterments and additions 

applied in writing down cost of railroads, equipment and 

ce ee EEO ee ee ee eee ee 16,959,816.24 


Received from improvement and equipment fund applied in 
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wiiting) down cost of changes: imine s.o:.:6.6.6.6:6 30 060-00 ae0e 7, 252,036.56 
Appropriations from income for a reserve fund for future bet- 

terments, additions and new equipment................ 4,678,350.93 
Charged to expenses for a reserve fund for maintenance, re- 

TIQWRIG SOEC.. 45: sve so: cee bp )a aselereale/ ess) ie sleke einio deus Herel areie tate 4,774,610.39 
Total of items not included in the above profit and 

OGE SMU IMS 5. 6350 5:5 org eo alee eco ae ero isa $63,375,043.12 


CAPITAL EXPENDITURES. 

The charges to capital account, other than for stocks and bonds in com- 
panies other than the Union Pacific Railroad and auxiliary companies, were 
as follows: 

Expenditures for account of new railroad construction........ $10,763,831.69 
[expenditures for account of extensions 704,871.10 
Stocks and bonds of following companies pledged under Oregon 

R.R. & Navigation Co. 4 per cent. consolidated mortgage 

as muniments of title to railroads which form part of 

its main line. These stocks and bonds were in former 

reports included in stocks and bonds owned: 


Ce | 


Cascades R. R. Co., capital (par, $300,000)..... $150,000.00 
Columbia & Palouse R.R. Co 
Capital stock, par ee Pu ien be retin J 000,000.00 
First mortgage 6 per cent. bonds, face value. ryt 000.00 
Mill Creek Flume & Mfg. Co. capital, par value.. 200,000.00 


Walla Walla & Columbia Rvr R.R. Co.,capital,par 700,000.00 


——_————_ 4, 879,000.00 
25) and for additions 


ania for betterments (Table No. 


(Table No. 26), viz. : 
For ROPER EINER, cnet secon recor: nici e507 Sone Acai: 825, sua uoneivasaei sie $116,578.04 
bridges, viaducts and culverts ............. 571,506.03 
€¢ SHOPS; DULIGINGS ANG VALOR. oi. cic.c 6 .ccescine eg ey 
NOES IE ENROLL cnc toNs ar cveksnt/.c 0/90 08s oie dinte ec ousiel aes ane 467,814.01 
‘* fencing, telegraph lines, and shop machinery 95, 544.02 
‘* additional side and passing TRBOKB 50.2 )% 25-5576 385 5,695. 00 
* SBOCONG AMMAN CECROK 5 ois). os0s0s ose wlecs Sia. stew 60 2,768,125.78 
** changes in line, reducing grades, widening 
GUARINO * 5.6 os cceses seo eis 00 © 655,183.25 
“ interlocking and block signals ............ 1,075,191.07 
“ addit’] equipment for preceding fiscal year.. 8,453.91 
‘* water supply and pipe lines ...... $38,830.53 
* “other minor items: <5. 6.656306 08s.0 ,374.90 
— 45,205.43 
—— —- §8,045,725.26 
DUAL CH ADIOR, . oici0sivoisya(a na avoisiele aie: sha aus loialaveswis x arse een Oars $24, 393,4: 4: 28. 05 
Credits : 
Appropriated from income account for better- 
terments made during the year........... $1,959,002.03 
Amount received from trustee of Union Pacific 
Railroad Co. first mortgage 4 per cent. 
bonds in payment of expenditures for better- 
ments, improvements, equipment, etc., not 
otherwise Provided! FOP 6.6 c6 0c eens csc 1,260,000.00 
Proceeds from sale of property applied under 
provisions of mortgage for payment of bet- 
terments and improvements .............. 7,172.05 
Amounts deducted from cost of railroads, 
equipment and appurtenances on account 
of difference between face value of 
stocks and bonds of auxiliary companies — 
the price at which they were taken over. 83,172.09 


Cost. Of surveys written O06 ...0606.6 666 6 ce.s 0.00.0 10,563.39 











Collection old claims acquired in reorganization 368.17 
3,320,277.7 
Net expenditures for capital account. ...............0- $21,073,150.32 
EQUIPMENT. 
The changes in the equipment during the year were as follows: 
— -Added and charged to- ———¥ 
De- Re- Un. Pac. 
stroyed, — t Capital Free Equipment 
ete.7 fund. account. assets. Ass'n. Total. 
Locomotives ..... 9 11 55 10 179 
Baggage cars .... 1 6 ot ie 9 15 
And mail cars.. oe a 1 ne we 1 
And pass. cars.. 2 Pt: ata os as ae 
Mail and pass’gr i ae 
Business cars .... Fie u bes Ae a 1 
Dining, Cars: ...... a Ks 1 i 5 5 
Motor @Afs ...... 1 2 Ne 2 
Observation cars . 1 ae Sr ar Pe 
Passenger cars.... 6 z 3 39 are 4: 
POStAl CATA o.00<5% ul aS oe 9 10 
BOR CATE: ss oisce so 699 255 162 *112 ay 225 1,530 
Caboose cars .... 21 10 2 = 35 47 
WiAt CAPA ..<.- 6050 43 2 100 *100 a 2 
Furniture cars ... 67 me < fe te as 
Gondola cars ; 289 ne oe one 
With drop botms 4 200 500 700 
With hpr botms é Bes 200 200 
Refrigerator cars. 69 AP ay 
Stock cars . 184 97 500 597 
Dank (oll) 2... oe ae exe 45 se 45 
Narrow gauge ... 2 aes ae és aha 
Road service cars. 155 479 as ee 150 629 
Credited or chrgd.$593.686 $600,391 $403,614 $1,512,187 $4,730,949 $7,247,142 





*Credit. 
‘: ee condemned, sold or transferred and credited to replacement 
und. 


The locomotives added during the year averaged 99.95 tons total weight 
of engine without tender, and 85.50 tons upon drivers. ‘The freight cars 
added during the year averaged 48.05 tons capacity. 

The locomotives and cars owned and their capacity at the close of the 
year were as follows: 








This year Last year Ine. Per cent. 
Locomotives, standard gage ............. 1,050 880 170} =19.20 
Locomotives, narrow gage .............. 1 Y as nee 
PEMANARN ht onc\ai-s ca seca onpiasiens atelal shecalsaaTavsuavaleaste ats 1,051 881 170 19.18 
(Standard Gage.) 
Total weight, excluding tender, tons...... a 68,005 17,414 25.61 
Average total weight, excldg tender, tons. 81.35 77.28 4.07 5.27 
Total weight on drivers, tons ............ 70,109 55,251 14, “558 26.89 
Average total weight on drivers, tons..... 66.77 62.78 3.99 6.36 
Passenger train cars, standard gage....... 642 579 63 10.88 
Passenger train cars, narrow gage........ x 1 aa ceeule 
POUR 5 arora 16 sae SPT Poe Tae A 643 380 63 10.86 











pasa a aR ARERR 











January 3, 1908. 











Freight train cars, standard gage ........ 25,371 23,629 1,742 2387 
Freight train cars, narrow gage .........-. 6 8 *2 25.00 
iM) || PRE R= anarer ey Flr tear Cree RT 25,377 23,637 1,740 7.36 
Total capacity, stand. gage cars, tons. .864,955 747, 846 117,109 = 15.66 
Ay. capacity standard gage cars, tons..... 34.64 32.16 548 7.71 





RONG BOGVICE COME .. cc 6 oboe se eo awaesiniees 2,929 2,454 475 19.36 





*Decrease, allowed for in total. 


The equipment owned by the respective companies is shown in table No. 
24. The changes during the year, the capacity, and the service of all equip- 
ment are shown in Tables Nos, 31, 32 and 33. 


TRANSPORTATION OPERATIONS. 
The results of the year’s transportation operations compared with those 
of the preceding year are as follows: 


-——Year ended June 30.—-— 
1907. 906. Increase. Fer cent. 





Ay. miles operated ...... 5,644.55 5,408.55 241.00 4.46 
Receipts. 

Pass., ine. extra baggage. 4 508.37 $13,236,054.90 $1,676,453.47 12.66 
Mail and express ........ 581.72 3,264,857.68 878,724.04 26.91 
WOGRMEEE. yo. 5 2.014, c1cra\-88acal «ov 54° 859. 302.41 48, 992, 014.90 5,867,287.51 11.97 
Switching, rentals, etc.....  1,735,712.54 1, '386, "214.25 "349,498.29 25.21 

Total rail lines ...... i 651,105.04 $66,879,141.73 $8,771,963.31 13.11 
WaLGE TG occ ciscceeees 389, 621.61 402,400. 87 #12 779.26 3.18 





Total ...............$76,040,726.65 $67,281,542.60 $8,759,184.05 13.02 
Operating expenses. 


Maint. way and structures.$10,066,868. = $9,900,409.28 $166,458.81 1.68 
Maint. of equipment..... 7,853,933.09  7,118,940.10 734, 992.99 10.33 
Conducting transportation. 20, 276, 530.16 16,203,782.61 4,072,747.55 25.14 


1,958,191.20  1,600,943.94 a7 "247. 26 22.32 


Total rail lines .......$40, red 54 $34,824,075.93 $5,331,446.61 15.31 
Water lines: ... 2... 000 < 9,366.56 437,094.91 *17,728.35 4.06 


UGEAL.. 2h cece taeos $40,574,889.10 $35,261,170.84 $5,313,718.26 15.07 
Receipts over operat’g exp.$35,465,837.55 $32,020,371.76 $3,445,465.79 10.76 


General expenses ........ 











Passenger traffic. 


No. passengers carried.... 5,663,828 4,803,094 860,734 17.92 
Passengers carried 1 mile. 680,278,509 642,544,422 37,734,087 5.87 
Receipts, passenger trns pr _ 
mile of main track.. $3,376.02 $3,053.72 $322.30 10.55 
Passenger trains per rev- 
enue train mile ..t $1.77 $1.67 $0.10 5.99 
Freight traffic. 
Tons comrel carried 1 mile 5,704,061.535 5,353,374,071 350,687,464 6.55 
Receipts, pr mile main trk $9,718.99 $9,066.63 $652.36 7.20 
Do., per rev. train mile} $3.89 $3.84 $0.05 1.30 





*Decrease, allowed for in totals. 
7 Revenue ‘treight train and all mixed train miles. 
tRevenue passenger train and all mixed train mileage. 


The increase in the amount of work done by the transportation depart- 
ment of the rail lines is shown in the following table: 
Increase. Per cent. 


Gross transportation receipts .............eseeeveees $8,771,963.31 13.12 
Expenses conducting transportation ................ 4,072,747.55 25.13 
PS@SSENGEIS CALTICN PF TANG 0.6 ccc en sctccncscersceucs 87, 734,087 5.87 
Mileaae Gf DESRONRCE CAUMe bo s:6 60% e056. b Cte w Stevia es 3,258,929 4.76 
Locomotive mileage with passenger trains, inc. helping 668,288 ~ 6.64 
Tons of revenue freight carried 1 mile .............. 350,687, '464 6.55 
Tons of revenue and company freight carried 1 mile... 189, 456, 253 2.91 
MECRGG GE EECIMIE COUEE ooo ook. 6 o16-si5- 3 tu orcne er ewrnnic eke Sm 19,375,459 4.78 
Locomotive mileage with freight and mixed trains, ae) 

MIGINGINM NOMIINGe oo ote cetaece nceeeataenane 1,399,214 9.73 
Total locomotive mileage in conducting transportation 2,765,764 9.70 


The average number of tons of freight per train, and loaded cars per 
train (including caboose) and the tons per loaded car for the respective com- 
panies for the year were: 


Revenue and Company Freight (Way-bill Tonnage). 


Oregon 
Union Oregon Short Railroad & Average 


Tons per train :* Pacific R. R. Line R.R. Navigation. all lines. 





COM %5.a0c oi eto! reiniotrciate 455.94 530.03 477.08 474.97 

+ine., — dee, tons... —38.33 28.45 —25.41 —34.74 

Oe CONG oo ciciere ee esate 7.75 5.09 5.05 6.82 
Loaded cars per train: ; 

MGR eel gh cals eterceatn cies 23.30 20.87 20.83 22.44 

+ine., — dec., tons.... —1.11 —1.48 —1.41 —1.23 

GE COMES sie cys sca oo 4.55 6.62 6.34 5.20 


Per cent. of loaded car mile- ie 
. age to total car mlge 75.10+0.17 70.40—1.99 81.24+42.20 74.75—0.07 


Tons Bag loaded car: 


EG CORR ae 19.57 25.40 22.90 21.16 
+ ia .»°— dec., tons ... —0.68 + 0.41 + 0.31 —0.38 
POE GONE. 6c sia ceratt ees 3.35 1.64 1.37 1.76 


*Ton-miles per revenue freight train and all mixed train miles. 
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The decrease in tons per train resulted from the smaller trains run in or- 
der to relieve the congestion of traffic and to move the increased traffic with 
all possible despatch. The decrease in tons per train on the Union Pacific Rail- 

road was augmented by using eastern coal on its line between Council Bluffs 
and Cheyenne so as to send a greater amount of Wyoming coal to the inter- 
mountain territory. This greatly reduced the traffic for eastbound cars, and 
as the fullest loading had been heretofore secured with eastbound traffic on 
account of the favorable grade, the change materially reduced both train and 
earload. 


GENERAL. 


To provide funds for paying off current liabilities, for equipment to be 
delivered, for improvements and construction under way, and for other 
corporate purposes, the Board of Directors of the Union Pacific Railroad 
Co. on May 9, 1907, authorized the issue of “Twenty Year Four Per Cent. 
Convertible Gold Bonds” not exceeding $75,000,000 and recommended to the 
stockholders an increase of $100,000,000 in the common capital stock of 
the company. 


At a special meeting of the stockholders of the Union Pacific Railroad 
Company held at Salt Lake City, Utah, on June 15, 1907, resolutions were 
adopted amending the Articles of Association of the company for the pur- 
pose of increasing its common capital stock by the amount of $100,000,000 
and authorizing the issue of such additional common capital stock from 
time to time for such lawful corporate purposes aud upon such lawful terms 
as should be determined by the Board of Directors of the company. These 
resolutions further provided that the said stock or so much thereof as the 
Board of Directors should set aside or reserve for that purpose might 
be issued from time to time in exchange for the ‘Twenty Year Four Per Cent. 
Convertible Gold Bonds” of this company authorized to be issued. At a spe- 
cial meeting of the Board of Directors of the Union Pacific Railroad Com- 
pany held on July 8, 1907, $42,857,200 par value of the additional common 
capital stock authorized was set apart and reserved to be issued in exchange 
for the “Twenty Year Four Per Cent. Convertible Gold Bonds.” The stock 
so set apart is not to be issued or used prior to the first day of July, 1917, 
except to such extent as such bonds should, in the meantime, have been 
redeemed or paid off. 


The convertible bonds issued under this authority were offered to the 
holders of the preferred stock and common stock of the Union Pacific Railroad 
Company in amount equal to 25 per cent. of their respective holdings of 
such stocks at 90 per cent. of the face value of the new bonds. Subscrip- 
tions were payable 25 per cent. thereof on, or before July 10th, 25 per cent. 
August 9th, and 50 per cent. September 10th. The bonds bear interest 
from July 1, 1907, payable January 1 and July 1. They will be convertible 
at the option of the holder at any time after issue and prior to July 1, 1917, 
into paid-up shares of the common stock of the railroad company at $175 
per share. The bonds may be called for redemption by the company on 
July 1, 1912, or on any semi-annual interest day thereafter, or on 90 days’ 
notice, at a premium of 2% per cent. 


Under provisions of the Interstate Commerce Commission Act as 
amended, the railroads are required to provide refrigerator cars, to show 
the charges for such cars and for the service of the refrigeration, ventilation, 
etc., in their tariffs, and to include such charges in their freight bills. In 
order to furnish these cars and service, it was deemed advisable for the 
Union Pacific Railroad Company and the Southern Pacific Company to 
arrange for the incorporation of a company whose stock should be 
taken by said companies and who should acquire and furnish them and 
their allied lines the necessary cars and service. In pursuance of this 
plan there was organized under the laws of the state of Utah the “Pacific 
Fruit Express Company” with an authorized capital of $12,000,000. Six 
thousand six hundred refrigerator cars were ordered, costing about $10,480,- 
800. There have already been delivered 3,600 cars, and the delivery of the 
remaining 3,000 cars will be completed during December, 1907. 


For the purpose of purchasing equipment for the use of the Union 
Vacific Railroad and auxiliary companies, there was also incorporated under 
the laws of the state of Utah a corporation known as the “Union Pacific 
Equipment Association.” The equipment company either holds title to the 
equipment and leases it to the several companies, or holds title thereto until 
such equipment is distributed among the companies. The association re- 
ceived during the year 109 locomotives, 14 passengér train cars, 2,460 freight 
train cars, and 150 road service cars, costing $4,730,949.48. There remained 
to be delivered on outstanding contracts 15 locomotives, 44 passenger train 
ears and 1,340 freight train cars which will cost about $2,150,000. 


As this fiscal year completes a decade of the company’s operations since 
its reorganization, the following statement showing the receipts, disburse- 
ments and surplus, by years, will, it is believed, be of interest to the owners 
of these properties : 








Surplus 


Miles 2 ‘ ¢ r Payment 
a el Gross Receipts pig Be or 

Operated, and Income, Ixpenses and 

Taxes. 

WOOT ices cannes 5,644.55 $87,474,766.11 $44,829,542.55 
ci) |) SEP aeee eeepa ees ate rar 5,403.55 77,611,358.20 40,647,585.04 
MOS 5-3 ss) chivalen oeeoecs 5,357.54 65,671,840.38 33,809,125.95 
TO ay Bee tenee §,352.71 59,516,469.44 29,019,026.81 
SOE. 5 ore arava wer 5,762.28 55,610,466.23 26,863,250.24 
WU aid reccl wie siay ale are: ore 5,710.91 Pa prinp arpa 24,994,976.13 
PARE i oath evade es bearers 5,543.44 4,544,812.04 19,957,666.97 
Ts hsroncoererewaes 5,427.89 pr 396,973.52 18,969,428.29 
WON 6 sine cele mowed « ‘ 5,357.73 36,425,820.13 17,357,633.03 
DROS: 6.5 ciaccitee ce ames 13,700,834.89 


5,325.68 33,281,125.78 


Surplus after 
Payment of 
Dividends, 


Surplus after 
Payment of 
Fixed Charges. 


Fixed Charges. Dividends. 


$8,652,621.67 

8,882,911.38 
11,023,618.97 
12,421,935.00 


$36,176,920.88 
31,764,673.66 
22,785,506.98 
16,597,091.81 


$23,530,036.00 
19,532,424.00 
11,087,060.50 
8,333,636.00 


$12,646,884.88 
12,232,249.66 
11,698,446.48 
8,263,455.81 


11,586,607.77 15,276,642.47 8,333,168.00 6,943,474.47 
10,491,727.36 14,503,248.77 8,187,288.00 6,315,960.77 
7,422,609.37 12,535,057.60 7,980,970.00 4,554,087.60 


7,393,429.30 
3,020,582.90 
1,781,130.95 


6,732,037.91 
7,399,620.35 
4,488,260.06 


12,237,390.38 
9,958,012.68 
9,212,574.83 


4,843,961.08 
6,937,429.78 
7,431,443.88 
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In the year just closed, the revenue of the companies and the traffic 


moved were the largest since their reorganization in 1898. They carried 
over their rails an average of 1,010,543 tons one mile per mile of road 


against 410,758 tons in 1898—a ratio of 2.46 to 1, and 120,520 passengers 


one mile per mile of road against 42,854 passengers in 1898-—a ratio of 
2.81 to 1. 
These results were made possible by the expenditures in past years 


for changes in line, for reducing:grades, for second track, for enlargement 
to and additions of shops, terminals, etc., and for betterments and additions 
in all directions by which the service to the public was increased, and also 
by the building of new lines and payments for account of new lines from 
which additional traffic was secured. ‘These expenditures to June 30, 1907, 
amounted to $104,427,986.85, and were principally for: 

Changes in line $11,802,289.51 
Reducing grades, second tracks, passing tracks, shops, 


buildings, terminals and other betterments and 
SOON setae iets cis og tee wee ae oe SIs a Le IPS Br 33,519,565.93 
Pier NNN oe igs chat Ge ie wera ie SIG wy OSs 26,382,588.37 


Construction of new lines and payments for account of 
San Pedro, Los Angeles & Salt Lake R. R. Co.... 32,723,543.04 








ee Deen pe Tks fe tA Sill Linllis SRs ad $104,427,986.85 


Total 


In addition to the above expenditures the companies have also expended 
for account of new lines in course of construction and for terminal proper- 
. ties, $26,212,601.19. 

The details of the investment stocks are shown in table No. 10. 
the close of the year, the remaining payments on the subscription to the 
preferred stock of the Southern Pacific Company and payments on account of 
subscriptions to other stocks have been made. Excluding the hereinbefore- 
mentioned amount realized from the sale of Northern Securities, Great North- 
ern and Northern Pacific stocks in excess of their cost (which stands as a 
credit against the aggregate cost of stocks and bonds), the investment stocks 
owned December 5, 1907, cost $227,346,292.36. The market value of these 
stocks on that day was as follows: 


Since 


Market Value. 











Last Annual Dividends or 
Sale or -— Interest. —~ 
Shares. Bid. Value. Rate. Amount. 
87,864 Gt Nor Ry. Co pf...<<. 120 $10,543,680 7 $615,048.00 
38,645.60 *Gt. Nor. Ry. Co. pf...... 115 3,478,104 5 145,932.25 
77,164 Gt. Nor. Ry. Co. ore ctfs.. 46 DIOR IEE! Mac: | Abslwkracpioree 
33,028 Nor. Pac. Ry. Co., com.. 118 3,897,304 7 231,196.00 
33,416 +Nor. Pac, Ry. Co. com.... 106 1,453,596 7 86,899.61 
7,249 Northern Securities stubs. 100 724,900 5 36,245.00 
100,000 A., T. & S. F. Ry. Co. pf. 83 8,300,000 5 500,000.00 
19,800 C.,M. & St. P. Ry. Co.,com 105 2,079,000 7 138,600.00 
26,325 tC., M.& St. P. Ry. Co., com 97 842,400 5 53,675.00 
18,450 iC., M.& St. P. Ry. Co., pf. 123 1,070,100 5 32,287.50 
$2,150 C. & N.-W. Ry. Co., com.. 139 4,468,850 7 225,050.00 
142,557 N.Y. C.& H.R. B. B. Co. 98 13,999,986 6 857,142.00 
72,064 B.& 0. 8. B. Co. pf..... 76 5,476,864 4 288,256.00 
323,342 B. & O. R. R. Co., com... 84 27,160,728 6 1,940,052.00 
900,000 Southern Pacific Co., com. 75 67,500,000 6 5,400,000.00 
342,000 Southern Pacific pf...... 107 36,594,000 7 2,394,000.00 
305331 << &£ A. RR. Co, pf...... 54 5,585,274 4 413,724.00 
201,231 Illinois Central R. R, Co.. 126 25,355,106 7 1,408,617.00 
19,359 R. R. Securities Co., pf.. 100 1,935,900 4 77,436.00 
34,829 R. R. Securities Co., com. 126 4,388,454 4% 156,730.50 
ve ee $228,403,790 $15,000,890.86 

*75 per cent. paid. 

737% per cent. paid. 
435 per cent. paid. 


1907. 
$1,959,002.03 


No. 4.—PROFIT AND LOSS FOR THE YEAR ENDED JUNE 30, 
Appropriated for betterments made during the year......... 
Reserved for depreciation of rolling stock owned and leased 

to other companies 
ee 
AIR UNUT PALME OUD OOO so 555 50s in GS srs Soy'v Sse pareiortoine © SS are hovered wie 


312,009.08 
238,444.47 
52,977,821.61 


Balance June 30, 1906, viz. : seliaiinlacia lias 
Income account 
SRE SUR MP RRAINII ov AG Niwiwios Geoi ee eners dale eee ha 

Bal., income from transportation operations $8.879,082.66 

Balance, income other than from transporta- 

tion operations 


$41,887,564.64 
908,461.75 


ore 2 u ’ : ae 12,646,884.88 
Sinking fund contributions and income from sinking fund 


Jetje LT MOE SASS Serer epee toons een ee ee an Se mE 20,625.73 
Proceeds from sales of unpledged lands and town sites...... 23,740.19 
$55,487,277.19 


UNION PACIFIC RAILROAD AND AUXILIARY COMPANIES. 
No. 5. 


(Haxcluding stocks and bonds owned of Auxiliary and Proprietary railways 
and all offsetting accounts between them.) 


-ASSETS AND LIABILITIES—JUNE 30, 1907. 


aN ASSETS, 
Capital assets: June 30, 1907. 


Cost of railways, equipment and appur- 


June 30, 1906. 


I a iets cn ash ors ow ean’ Sa we wmakeic oo $373,951,997.91 $353,573,155.30 
[SOGE. OF DRDONBIORE a asso xo be a ve owen 1,290,689.25 596,381.54 
Stocks and bonds owned, as_ detailed 

in Tables Nos. 9, 10 and 11........ 209,406,811.81 96,781,806.06 
iT a Seen eee eet ony 300,464.54 252,011.84 











$584,949,963.51 $451,203,354.74 
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Current assets: 


RS bias ewiors oterwie a ertieee eles alae les 
NR RIONN PABA oi oo0 esas aicnce ovo esd pA os we ies 
PSAIAE CP BOOIWAUNO. ys. aic cs c cs siciso essa eens 
Agents: and conductors... ....2.00s0%. 
POAC TURNS, no 6 axe sie assis ese es 
Dividends and interest acecr’'d to June 30 
Individuals and companies........... 
U. S. Government transportation...... 
Material, fuel and supplies............ 


Deferred assets: 


Advances for the construction and ac- 
quisition of new TineG:. .....< 6< sess 
Payments for account of San Pedro, Los 
Angeles & Salt Lake Railroad Co.... 


Ocean steamships ‘‘Manchuria’”’ and 
SRT og osar eal oo aie 8) e0e @ Seis wi ele 
BUONO «6 oii aig isa a ss oasis ae or be 
Land and miscellaneous property...... 
Individuals and companies ........... 
Due from proprietary companies...... 

Contingent assets: 
Whadjusted AcCOUNES: «0.02 6. sek case 
Land and town lot contracts......... 
CGE OE soa cee viedo 0s 008 ie er 
LIABILITIES. 


Capital liabilities : 


Union Pacific Railroad Company : 
Common stock 
Preferred Stock 

Stocks of auxiliary companies in hands 

of the public, viz.: 

Oregon Short Line Railroad Co.: 
Common stock 
Oregon Railroad & Navigation Co. : 
Common stock 
Preferred stock 
Funded debt (excluding bonds of auxil- 
iary and_ proprietary companies 
owned) “Table NO. 24. .vcnc ct ec es 


Current liabilities : 


Coupons matured but not presented... 
COINS AOS NG Bis oisig siden ew cs eae 
Interest accrued on bonds and loans to 

June 30 
Dividends due but uncalled for........ 
Dividends payable July 1 and Oct. 1... 
Bonds satisfied of mortgage........... 


er 


Deferred liabilities : 


Taxes assessed but not due........... 
Individuals and companies............ 


Contingent Liabilities : 


Insurance fund (Table No. 23)........ 
Trust accounts 
Equipment replacement funds......... 
Reserve for depreciation on steamships 

and rolling stock leased............ 
Reserve fund for betterments, additions 

and new equipment 
Reserve fund for maint., renewals, etc. 
Hospital fund 
Mnlon Pace : COge Ce «650.650 6:00 Kae 
Union Paine: Tans so 664.6 0006 sewe 
Due to proprietary companies......... 
Principal of deferred payments on land 

and town lot contracts (Table No. 17) 


ee 


Vou. XLIV., No. 1. 





$7,520,848.64 $21,258,882.69 
3,050,000.00 34,710,000.00 
8,929.90 8,929.90 
852,800.05 689,596.71 
212,334.90 464,242.37 
3,738,932.50 4,360,057.59 
3,170,186.43 1,762,290.57 
1,069,455.21 759,012.23 
9,884,409.38 7,832,788.14 
$29,507,897.01 $71,845,800.20 








$26,212,601.19 $22,836,611.37 
aie Sevens ct ateratece 17,300,000.00 
5,126,796.58 5,126,796.58 
11,503,580.41 5,784,337.86 
6,935.43 124,344.61 
S2TASGO. oe leccaveses 
884,659.15 963,198.59 
$43,767,288.36 $52,135,289.01 
$319,030.84 $387,307.00 
3,281,855.33 2,927,826.22 
$3,600,886.17  $3,315,133.22 
$661,826,035.05 $578,499,577.17 


June 30, 1907. 


$195,477,900.00 


June 30, 1906. 


$195,446,900.00 





99,544,100.00 99,544,100.00 
10,000.00 10,000.00 
20,200.00 20,200.00 
6,010.00 7,880.00 
201,065,500.00 201,532,000.00 
$496,123,710.00 $496,561,080.00 
$172,102.65 $135,320.15 
2,528,005.00 2,528,005.00 
1,878,815.74 618,958.32 
33,660.50 32,469.00 
11,765,105.00 11,764,777.00 
3,000.00 12,225.00 
CROCCO see hi se wince 
6,221,595.98 5,327,346.28 





$91,652,504.87 


$985,212.64 


$985,212.64 


$492,076.93 


$20,419,100.75 


$929,973.27 
52,588.93 





$982,562.20 


$452,521.56 





Balance to credit of profit 
OO I is. os see avieite oleate steaauarwee 
Total liabilities 


Ce ey 


$1,918.78 51,878.44 
204,329.31 132,238.43 
1,111,654.24 763,056.56 
4,678,350.93 4,678,350.93 
4,774,610.39 4,774,610.39 
GSOEIOO 6s deiacgicinclshdie-s 
2,848,829,45 2,125,191.40 
.2,081,559.47 986,559.47 
455,020.10 848,574.43 
3,281,855.33 2,927,826.22 
$20,086,785.93 $17,740,807.83 
$52,977,821.61 $42,796,026.39 


$661,826,035.05 $578,499,577.17 

















JANUARY 3, 1908. 


Caliente & Pioche R. R. Co. 


Capital SOCK. 2 occa a 
Gray's Harbor & Puget Sound 
k. BR. Co 


Capital WM ets ies 


Green Riv. Water Wks. Co. 


Capital StOGE < .kc. 08266 


Ilwaco Railroad Co. 


Capital stOcGk...0<< icscs 


Kansas City Term. Ry. Co. 
Capital stock... 


Leav., Kan. & Wstn.. Ry. Co. 

Capital stOGK. <6. cscs sie 
Leavenworth & Topeka Ry. Co. 

CANS) SIOCK. 6.66 04s 
Leavenworth Depot & R. R. Co. 
GIOGR. case cies. 
Occidental & Oriental SS. Co. 


Capital 


Capital stock 


Ogden Union Ry. & Depot Co. 
BGG oe cco cw 


Oregon & Wash. R. R. Co... 


Capital 


Pacific Express Co, 
Capital 
Vacifie Fruit Express Co. 


Capital ClOEMs «6 6666-<8s 


Rattlesnake Creek Water Co. 
Capital stock. .......<.% 


St. J. & Gr. Isl. R. R. Co. 


Common Sst0clk...... <<. 
First preferred stock.... 
Second preferred stock... 
San P., L. A. & St. L. R. R. Co. 
Capital sO. ..csceces 
Short Line Land & Imp. Co., 
ae 


Capital 
Spokane Union Depot Co. 


Capital steck.......<.«- 


Topeka Iron Co. 


Capital SlGCK.<.0.< 6s ssi 
Un, Dep. & Ry. Co. (Denver) 
MUGGMe <. a) s\c'e 1 ¢-or e's 
Union Depot Co. (Kan. City. 


Capital 


Capital stock 
Union Land Co. 


Capital st0¢.6 65 sc<ces 


Union Pacific Coal Co. 
Capital 
Union Pacific Equip. Assn, 
Capital 
Union Pacific Land Co. 
Capital 
Union Pacific Water Co. 


Capital stocks. ..... 6% 


Washington Union Coal Co. 
CADItAl StOCK. 6:66 6.0:6.00:6 


Total, 1908. cs ccs cs 
Total, 906. <..<:<s 


Amt. in hands of 


BLOGs «sic 5 gcc ée 


ROO ie 606. sores 
OO) ere 


BEOGMy wos coe cet 





public, 
June 30, 1907. 


$15,000.00 


eee eee eeee 


eee ee eeeee 


25,000.00 
100,000.00 
1,250,000.00 
150,000.00 


oe ee 


3,600,000.00 
600,000.00 


4,600,000.00 
5,498,500.00 
3,500,000.00 


12,500,000.00 
50,000.00 
55,000.60 
160,000.00 


450,000.00 


ee 
eee eee wees 
ey 


re 


cc 
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No. 9.—StTocks OWNED OF OTHER COMPANIES, JUNE 30, 1907. 

Owned by Union Pacific Railroad and Auxiliary Companies—————--—---—_~ 

Union Pacific Ore. Shrt Line Oregon R. R. Of the Total Owned there are + Increase. 
B.. B. Co. RoC. and Nav. Co. Total Pledged. Unpledged. —Decrease. 
deme cmeced SIS COUN cc ccccccss $15,000.00 scalded tata $15,000.00 + $15,000.00 
$10,000.00 .ceccecce oe ‘ ‘ YW) 0) cera 10,000.00 + 10,000.00 
22500008 8 sibacwecees qaeee ue SERUOROE ke eaiceicioe ps) ||) | ee ie 
EDSON Saiclemnelnye lot eeew neue EGS DOC OR ceases 152,500.00 + 152,500.00 
SOONER actedecue!, eedoaness p11) (0) | a eererae tera 100,000.00 + 100,000.00 
TOOC COCO Sacicewsied  ceatweacs TOCA ib iclawaccn ROGGOCROR lk ceceteee 
BRUNO seuisicaddeiel. ede nanees PUR) elinwaaes SRN | 0tiCCn' Ww oe 
OCU OR be keiecc ewer wi) Wistsineereae SOC vodcwnes SROORG te bttewewes 
SECRET” §8=—_ Sac awa ota eae wena S,T5C,00C08 kv eccs TGC CORO hive eeous 
ROOMMMBORT —cdinecngiigeml Ualdeaerdaas ESGOOCOG 8c eccecsue pe AA! | ee re 
BGCCCONORD. are clewicvacten | Wore re secwiens ECU i desewes 1,000,000.00 + 1,000,000.00 
2,400,000.00 civeeccas Peer er er Z,400,000.00 =n cccccec ZAOROOCGR kh escawews 
COO00RK00 8 kiwewdcue ae ieee wayatane COREG vb cccecacs 600,000.00 + 600,000.00 
(CRE? (kvcecdueariane eesaaaans GS AGUO OR sewecene FSSUUUG | Sk eicwedas 
POO kb Heweeade ses eaedas 2,900,000. 00 = cccccccs 2,900,000.00 + 2,900,000.00 
Va, =. <a eawwaene De caeme ees GSE 200.00 8s nc wewess 932,200.00 + 932,200.00 
EZ OOCOG -  ksveccwees e) eeleem cae T,250,0CC.00 «nc eccce 1,250,000.00 9 + 1,250,000.00 
a wiatereecareecs IZ,5O0CCOGOG 2c ccceae 12,500,000.00 ia aarsiaiend 12,500,000.00 + 12,500,000.00 
ite mee acc SO,COG0@  ...262.-. 50,000.00 wd taard aca 50,000.00 a4 aa equal ud 
RAmOCRRUGD ceeseccaee- Sandeeeas ELGCOC OR kcwcces TARCCCGG- keawancecs 
)) Ll) lees (en me ee ree Go a ccewee 0) 20 11 -U ) rere ere er 

PAC OUROR  fawtigiousas soe cluciwe'es 240,000.00 ........- yA || | | 
SQ0CR0G 8 ncnweewes e exdecdeere 45,000.00 8c ccceccs SG C0GCGO 82 Sie diditiewos’s 
SOCORRO 8  kcaivecoede . dtecdowad FOGG kai ctsiwees RRGEGU =. aivadaesiaas 
COLO di iticthdeedinl eeenaress DCOCRONMRIN | <a vaiceaers ROOC CUO ke kwtiiccus 
SUCRGRREORE® «= So eudatdem Hteoeeaas pA) re 100,000.00 + 100,000.00 
ROUCCCU lc wunccmsingle fcemeduees 100,000.00 $99,400.00 Ce ls Ged ceeads 
OURO = “Sancauweacm oa nando wa THR | te awewan SERRE! -ivenogawan 
BARCUROOM, = dickcitwalaltd wor dave wanes gi) 1 | rere near 170,200.00 + 170,200.00 
$25,468,700.00 $12,565,000.00 ......... $38,033,700.00 $99,400.00 $237,934,300.00 r $1: 9,729,900.00 
18,253,800.00 SO0OG0O  o.c66600 18,303,800.00 99,400.00 18,204,400.00  .......... 








A., T. & S. F. Ry. Co. 


Preferred st0ck:.. 6 :6:6<... 


B. & O. R. R. Co. 
Common stock 
Preferred stock 

€. & & Re BR. Co. 
Preferred stock 

Cc. & N.-W. Ry. Co. 
Common stock 

C., M. & St. P. Ry. Co. 
Common stock 


Common stock (25% pd). 
Preferred stock (25% pd) 


Great Northern Ry. Co. 
Preferred stock 


Preferred stock (50% pd) 
*Iron Ore Certificates... 


Illinois Central Ry. Co. 
Capital stock 
N.. ©. €. & H.R. Re Ry Co; 
Capital stock 
Northern Pacific Ry. Co. 
Common stock 


Com. stock (124%4% pd).. 


Northern Securities Co. 
Stubs 


tailroad Securities Co. 
Common stock 
Preferred stock 
Southern Pacific Co. 
Common stock 
Preferred stock 


Preferred stock (25% pd) 


1907 
1906 


Total, 
Total, 





*77,164 shares, par value of shares not stated in certificates. 
Co. 4 per cent. refunding mortgage. 
road Co. 


eee eeeee 


eee eeeee 


eee ewes 


a ee oe 


eee ewes 


eee eeee 


No. 10.—INVESTMENT STOCKS OWNED, JUNE 30, 1907. 





ne 
Union Pacific 
R. E..Co. 


ee ee 
ee 


ee 


ey 
0.6.66 Ge C160 a 8 


Cee CBRHOTCCES 


ee 


ey 


3,415,400.00 
1,898,400.00 


Cw a et a we ot 
SECC CHE Cee 


Oregon Short Line 


R. R. Co. 
$10,000,000.00 


32,334,200.00 
7,206,400.00 


3,215,000.00 


3,690,000.00 
¥ 922,500.00 
7 1,845,000.00 


9,036,400.00 
43,614,560.00 
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14,285,700.00 


4,152,800.00 
7 2,491,600.00 


724,900.00 
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90,000,000.00 
18,000,000.00 
T 16,200,000.00 


Oregon R. R. 
and Nav. Co. 


ed 


ee es 


Se eCC CCC CEES 


eee eee ee seee 
ee | 


re 
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Total. 
$10,000,000.00 


32,334,200.00 
7,206,400.00 


10,343,100.00 
3,215,000.00 
3,690,000.00 

7 922,500.00 
7 1,845,000.00 
9,036,400.00 

7 3,614,560.00 


18,623,100.00 
14,285,700.00 


4,152,800.00 
7 2,491,600.00 


724,900.00 


3,415,400.00 
1,898,400.00 


90,000,000.00 
18,000,000.00 
+ 16,200,000.00 


Owned by Union Pacific and Auxiliary Companies. 








Of the Total Owned there are 


Pledged. 
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ee 


eee ee wee eens 
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ee 


~ $90,000,000.00 
~ 18,000,000.00 


Unpledged. 
$10,000,000.00 


32,334,200.00 
7,206,400.00 


10,343,100.00 
3,215,000.00 


3,690,000.00 
922,500.00 
t 1,845,000.00 


9,036,400.00 
1 3,614,560.00 


18,623,100.00 
14,285,700.00 


4,152,800.00 
+ 2,491,600.00 


724,900.00 


15,400.00 
98,400.00 


ee) 
Re 


1. 


7 16,200,000.00 





$34,280,000.00 
10,343,100.00 


$217,719,060.00 
137,514,100.00 


Ce 


7Full par value of stocks. 


$251,999,060.00 
147,857,200.00 


$108,000,000.00 
108,000,000.00 


$143,999,060.00 
39,857,200.00 


+ Increase. 
—Decrease. 


+ $10,000,000.00 


+ 32,334,200.00 
7,206,400.00 


+ 


+ 3,215,000.00 


3,690,000.00 
+ 922,500.00 
7 1,845,000.00 


+++ 


6,400,000.00 
+ 7 3,614,560.00 


| 


i 18,623,100.00 
4 14,285,700.00 


9,200,000.00 
+ f 2,491,600.00 


- 3,415,400.00 
+ 1,898,400.00 


+ + 16,200,000.00 


+ $104,141,860.00 


£Deposited as collateral under Oregon Short Line Railroad 
Of the total $100,000,000 outstanding bonds, $55,000,000 are a free asset in the treasury of the Union Pacifie Rail- 
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No. 11.—Bonps OWNED OF OTHER COMPANIES, JUNE 30, 1907. 
Amt. in hands — : Owned by Union Pacific Railroad and Auxiliary Companies. ‘ 
of public, Union Pacific Ore, Short Line Ore R.R.& Of the Total Owned there are + Increase. 
June 30, 1907, Rh. R. Co. R.&. Co. Nav. Co. Total. Pledged. Unpledged. —Decrease. 
Atchison Un. Dep. & R. R. Co. ee se 
Second mortg. 5 per ct.... $31,500.00 SERVO 8 sweeties | UNG mele s SE50000  kccreldewnwas S4.500:00 i ##§§$ ivsisnender 4 
Cheyenne County, Colo. 
RePGIR OD DCP CU. sk4 die bs scsi 2E20000- kes sen ween ae isiniaysie arate BOGE erwlévais sie ake 26,200.00 sees 
Green River Water Wks. Co 
po a es ae” ae nn ol | eso ane ei rear pe o8 LL | | rrr 20S;0C0:00 seses . 
Ilwaco R. R. Co. % 
Kirst mortg. 6 per et. 5 pie sidenn < DOSGUOOO kc weasetines (aeiemeles se BUD MOOG sce we eese 305,000.00 — + $305,000.00 
Leavenworth & Topeka Ry. 0. 2 iz 
First mortg. 4 per ct. 102,500.00 IOZ;500.00: nese wees 6 =» Saree wi4% Sere BOZO eieiesieinralece TOZ 00000 0 kk sSiewinialars 
Leavenworth Dep. & R. R. Co. 
First mortg. 5 per ct.... 87,000.00 CSCRO 8 =—_ cee cinwieies: <Swleleiw wee sce CSOCUOO wae seacsee GEO ase ag aysrwnie 
Northern Pacific Term. Co. 
First mortg; 6) per cts. ...0  is0s sess ABO0CO0 —adswsisaws's $125,000.00 IGBONOO0 ok olga 168,000.00 — 3,000.00 
Ogden Union Ry. & Depot Co. 
First mortg. 5 per ct.... 163,000.00 IGS0UC00 8 0—- nh eweseeee = “Auesiewsicms IGSO0O00 ke Sew sewe's SESOOOOO °° = i eS oe 
Payette Valley Ry. Co. 
PET wee DIOR WE SSkeeee ae 8 eacwriaw's ee! ee ee ee Fe a | er 44,000.00 + 44,000.00 
Rattlesnake Creek Water Co. 
BUret MOThe:, He WOE Ch sss eeeiew's 140 D0000 lk cicweeiieae “sis eNews 146,000:00) ckincsweses TAG OOOMS hd eascnn 
S. 2. ts A. &BE tT E.R. Co. 
RIGG SNGEID? SOP OCE aa: Giwieccuewacew,  _Sidysie Sereleid $20,000;000:00)  .».<kisssiswes 20:000;00000 ack ekswees 20,000,000.00 + $20,000,000.00 
Union Pacific Coal Co. 
First mortg. 5 per ct.... *1,022,000.00 SUSOORO = A emda siiciés’ WSnleteesn wie S0TS;00000. cn kis eewcs 3,978,000.00 — 394,000.00 
Union Pacifie Land Co. 
Peeet MOT, BO Cr Riese ewe wee ae DOIG URUONIO: —_k.ceeawip ee, ats ecwwretete 10, 000:000.00 $210;000;000;00 iscicisdisses —  “ewlesde<lees 
Total, BOOT saiccc cess ea a add $15,039, 200,00 $20,044,000.00 SL: 2h, 000. OO $35 POR, 200, 00 $10, 000, O00. 00 $2 2O8, 200, 00 + $19,952,000. 00 
OUNE VOU KG iterecs  ~s-siarepeuale-aye | Bs be! | cr i 127,000.00 | 15,256,200.00 | 10,000,000.00 S2EO Oe gece ata wee as 
*Ifeld by Union Pacific Coal Co. sinking fund. 
No.12.—-RECAPITULATION OF STOCKS AND BONDS, JUNE 30. 1907. 
Issued and Amt. in hands -—— Owned by U.P. R. R. & Auxiliary Companies.——, 
Outstanding, of public Of which there And there remains 
June 80, 1907. June 30, 1907. Total are pledged. Unpledged. 
Stocks of Union Pacific, Oregon Short Line, Oregon R, R. 
& Navigation Co., and proprietary companies 
he TT PSS St RNS NR SO re eer eee ee een ee rene $361,550,000.00 $295,058,210.00 $66,491,890.00 $37,046,100.00 $29,445,790.00 
Stocks -of other companies (Tables Nos: 9and 10)....05656 acer nesecess  witeweiewewsiee 289,082,760.00 108,099,400.00 180,933.360.00 
RUGtS SINTRRNCD 88s is ats a rs teaesiutenscid tees ws gelenwaruraxvyenw’ 0” tte tne eee nets $355, 5% 24, 650. 00 $145,145,500.00 $210,3' 379, 150. 00 
Bonds of Union Pacific, Oregon Short Line, Oregon R. R. 
& Navigation Co., and proprietary companies (Table 
OS 5 rs ey ay Sa een Ser ey ee cetera ee $289,891,000.00 $201,065,500.00 $88,825,500.00 $5,8938,000.00 $83,438 2,500.00 
Bonds OF OCDE? COMBADIER WTRDIE- ING? Bb. s oc Sciecccis ews, signe ee emia kee.  —--—-—twvraneleuBue revere lavas 35,.208,200.00 10,000,000.00 25,208,200.00 
Mi cree cciinpenceewerieis  cenedeabiiend © ceeiees $124,033,700.00 5,393,000.00  $108,640,700.00 


Jie Wr hie Mele Oo | a are 
TABLE No, 29.—UNION PACIFIC RAILROAD AND 
ERAL OPERATING RESULTS, YEAR ENDED JUNE 30, 
7—Year ended June 30——_, 
1907. 1906. 
Ay. miles of road operated...... 5,644.55 5,403.55 


Receipts and expenses. 
(Rail and water lines.) 
1. Gross transportation 
Operating expenses 
Receipts over operating exp. 
Per cent. of operating expenses 
to gross receipts.......... 
(Rail lines only. 
5. Gross transportation coeteta’ 
3. Operating expenses 
Receipts over op. expenses. . 
. Per cent. 
to gross receipts 
. Gross transportation receipts] 
. Operating expenses.7+ 
. Receipts over op. expenses} 
. Gross transportat’n receipts 
&. Oper rating expensesi! : 
. Receipts over op. expenses. i! 


- 


nes 








Train and Locomotive 
Locomotive mileage : 


Mileage 


15. Run with passenger train. 
16. Run with freight trains 
a Run with mixed trains 
18. Total revenue train mileage'. 


Locomotive mileage helping : 


19. (Ine. light) passgr trains. 
20. (Ine. light) freight trains. 
21. Total locomotive mileage in 

rev. service, excldg switchg 
22. Locomotive mileage switching 
23. Total locomotive mileage in 

revenue service ......... 
24. Loco. mileage, non-rey. trains* 


25. Per ct. helping mileage to reve- 
nue train mileage ......... 


Car Mileage. 
i. Mileage of passenger cars.*.. 
. Av. No, cars in pass. trains. 
Mileage of loaded freight cars. 
. Mileage of empty freight cars 
. Total mileage, all freight cars 


Av. No. loaded cars per train : 
SURGE OF MOTI sicin's sce cic 
RVERE OF BOUER oasis snwsiesis 

Av. No. loaded cars per train. 

4. Av. No. empty cars per train. 
Av. No. of all cars per train 





3. Per cent. of loaded car mileage 
to total car mileags.5..... 
. Per cent. of empty car mileage 
to total car mileage “ 


Miscellaneous. 


3s. Av. cost., Maint. of way and 
structures per mile of first 

and second tracks ........ 

Ay. cost, repairs and renewals: 
39. Per locomotive per annum®. 
40. Pssgr train cars pr annum® 
41. Frght train cars pr annum*® 


5, 
4 0, 
oD, 





of operating expenses 


Dollars. 


z@ J 
53. 


36 


651,105.04 
D0 2.54 


135 
49 





10,231,416 
13,569.398 
517, 458 
24,318,272 
496,137 
1,686,480 


26,500,889 
4,414.445 


80.915.33 
366,198 


8.98 


80.5: 

6.68 
316,173,710 
106,785,663 
422,959,373 


71,7 





21.98 
22.91 
22.44 


7.O8 
30.02 


74.75 


he 


25.25 


- 


2,932.92 
1,092.37 
30.68 


Dollars. 


receipts.76,040,726.65 67,281,542.60 
40, 574.889. 10 35 
.35,465,8387.5 


261,170. 
> $2,020,371. 






16 3 
52. 


66,879,141.73 
34,824,075. 


AUXILIARY € OMP ANIES, 


$47 0,558,350. 00 





$1 
$160,538,500.00 





$319,019,850.00 





GEN- 


1907. 42. Per revenue 
: 43. Ver loco. mile 
igo 2) (CE 

Increase. chnge. Siencranse! 


Dollars. 
8,759, 184 05 1 3. 02 ) 
84 5, 








241.00 4.46 


tPer 


of the United States. 


ing transportation. 











Conducting transportation : 
train 
rev. 


mile.*. .. 
service. 


+Per mile of road. 

revenue train mile. 
? Includes revenue freight and all mixed train miles, but excluding mileage 

of locomotives helping, as prescribed by the Interstate Commerce Commission 


“Includes mileage of passenger ¢ 

3 Tneludes value of equipment destroyed, broken up or condemned. 

‘Includes mileage run with official and other special trains, as the ex- 
penses incurred in hauling such trains 


5 Including caboose. 


83. 


38 cts. 
64.82 cts. 





10.61 cts. 14.58 
7.30 cts. 12.69 


ears in all classes of trains. 


are included in expenses for conduct- 









32,055,065.80 ¢ 
yy . Y. ¢ — Review a ig "ear B > » § C Wd 
52.07 cea PABLE NO. 30.—Review of Traffic, Year Ended June 30, 1907. 
12,376.89 a 025 ) 61 8. 29 —_ ee - ended June 830—, Per ct. 
6, _— 4 669.36 10. ; 907 1906. Increase. chnge. 
0,982 896.25 6.0L Ay, miles of road operated...... TS 644.55 5,403.55 241.00 4.46 
3.00 0.11 3.67 
1.56 0.09 5.77 Passenger Traffic. 
1.44 0.02 1.39 1, No, revenue passengrs carried 5,663,828 4,803,094 860,734 17.92 
2. NO} CRETICROT WNC. seis: cc0 01s 680,278,509 642,544,422 37,734,087 5.87 
3. No. carried 1 mle pr mle road 120,520 118,912 1,608 1.85 
9.510.740 4. Avy. distance carried, miles.. 120.11 133.78 *13.67 10.22 
12'381 863 J . Dollars. Dollars. Dollar 
373°190 ». Receipts from passengers. . . 8491S. 508. 37 13,236, O54. - 1 676,453. ‘47 12.67 
29965793 6. Avy. amt, from each pass’g’r 638 nee *0.13 4.71 
( 7. Receipts, passenger trains.. :19, 056, 090. 09 16,500,912 2 138 : 2,555,177.51 15.49 
-40 F9Rr #59 900 Qs 8. Pass. trains per mile road. 3,376.02 3,053.72 $22.30 10.55 
1 819069 67411 ret 9. Receipts, pass. trains per rev- 
ce . enue train mile.+ wieieiss Lee 1.67 0.10 5.99 
24,433,387 2.067.502 8.4g 10. Av. No. pass. per train...... 65.55 66.22 *0.67 1.01 
3,787,613 676,832 18.11 Freight Traffie. 
9e17 9744294 OF (Way-bill Tonnage.) 
Nitros pas) 2:54 11. Tons revenue freight carried. 14,089,649 13,048,346 1,041,303 7.98 
i iia = 12. Tons company freight carried 4,668,995 4,515,608 148,387 3.29 
9.74 *0.76 7.89 18. Total tons carried ......... 18,753,644 17,563,954 1,189,690 6.77 
. : , 14. Tons rev. frt. carried 1 mile..5,704,061,535 5,353,374,071 350,687,464 6.55 
15. Tons Co. frt. carried 1 mile.. 986,805,779 1,148,036,990*161,231, 211 14.04 
68,521,598 3.258.929 4.76 16. Total tons carried 1 mile... .6,690,867,314 6, a 411, 061 189,456,253 2.91 
6.938 *0.25 3.61 17. Ton miles pr mile road, all frt 1,185,867 1,203,174 *17,807 1.48 
301,870,552 14.303 , 158 4.74 18. Average distance carried—rev- 
101, 713 3,362 5.072.301 4.99 enue freight, miles ....... 404.84 410.27 *5.43 1.32 
403,583,914 19.3754 59 4.78 19. Receipts, revenue freight.¢.. .54,859,302.41 48,992,014. na sietaialanic * 5111.98 
20. Av. received from each ton.. 3.89 3.7 4 3.73 
24.68 *2.70 10.94 21. Receipts per mile of road... 9,718.99 9,066. 63 652.36 7.20 
22.65 0.26 1.15 22. Receipts, revenue train mile.§ 3.89 3.84 0.05 1.30 
23.67 *1.23 5.20 
7.97 *0.39 4.89 Tons per revenue train mile: 
31.64 71.62 5.12 23. On revenue freight.§...... 404.92 416.89 *11.97 2.87 
24... “ORRIN TrOIGRG SE sic 5.655 cere AT4.97 509.71 *34.74 6.82 
74.80 *0.05 .07 25. Tons per total locomotive mile- 
age in revenue service, ex- 
95.20 0.05 .20 clud’g switch’g—all freight 424.19 452.30 #2811 .¢:2 
26. Av. tons per loaded ear, frt.. 21.16 21.54 0.38 1.76 
° * Decrease. 
yBased on revenue passenger and all mixed train miles, but excluding lo- 
$1,777.02 *$61.79 3.48 comotives helping. 
tThere is no charge for company freight. 
3,067.79 *134.87 4.40 §Based on revenue freight and all mixed train miles, but excluding mile- 
1,078.53 13.84 1.28 age of locomotives helping, as prescribed by the Interstate Commerce Commis- 
123.13 7.55 6.13 sion of the United States. 











